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for Silvis, Moline, East Moline, Rock Island, Davenport, Des Moines, has made it one of the leading motor transport 
Cedar Rapids, lowa City, Marshalltown, Waterloo, Ames, Mason City companies of the United States for the last ry 
and adjacent territory is now being carried by rail—in Keeshin trailers— twenty-two ; years. ‘ 


between Chicago and the Mississippi. Reversing the operation the same 
service is in effect eastbound. Similar service is in effect between Peoria 
and Chicago. *“*Next morning” deliveries are made as before, 
rates remain unchanged. 


We are now serving a more extended ter- 
ritory and offering a more comprehensive service, 
including our usual pool car distribution at all terminal points, than 
ever before. It is to your interest to know all of the details regarding 
In that way this company operates in strict accord with the aims and intent this distribution service and we will gladly furnish all information relative 
of the National Recovery Act, including the provisions covering employ- to tariffs, schedules, financial standing, insurance, and responsibility 
ment, hours and compensation. It provides a transportation and distribu- generally, that you may wish. 


‘ 


| ht Terminal: 300 N. Canal St.. J. L. KReeshin, President Telephones: Dearborn 9200 to 9215 


Mi nber National Highway Freight Association Chicago, Illinois 





Favoring equitable federal and state regulation 
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Careful Handling Levent fust Happen 














LECTRIC LOADING 


When scrap iron and steel are to be handled, electricity plays 
an important part. An electric magnet is here shown picking 
up a piece of scrap structural steel. When the load is in proper 


stowage position, a button is pressed, the circuit thereby 





broken, and the scrap is landed just where it is wanted. 


The “mushroom” as shown is the photograph is the magnet, 


and the electric wire can be readily seen. 





Based on the carriage of 10,000 different commodities . . . including 


radios, pianos, glassware, electric light globes, scientific instruments and 
other delicate cargo . . . American-Hawaiian's loss and damage claims in 


1933 were only 37 10 cents a ton! 


SUPERIOR COAST-TO-COAST SERVICE 





A MERICAN-HAWAIIAN STEAMSHIP CO. | 
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The “Show 
Goes On” 


Hot, sultry “dog days” in August may 
slow up business, but on the Santa Fe 
the “‘show goes on”. 


Customers in the Southwest and West 
nowadays want their shipments as soon 
as possible—just like all other customers. 


4i . 4i 
on time 


Quick transportation and 
arrival, which are of the utmost impor- 
tance to your customers and you, are 


traditions of the Santa Fe. 


There are favorable schedules—via Santa 
Fe—from your city to the great markets 
of the West, Southwest and Pacific Coast. 
Call in the Santa Fe representative near 
you. He will be glad to give you the 


information you want. 


Ship Via 


SANTA F 


One Line—On Time—Alll the Way 





The Santa Fe has cut its rail fares, between all points ] 
west of Chicago, from 1634% to as much as 44*/s%, 
and has eliminated surcharge in Pullmans—reducing & 
Pullman cost 3344%. 
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FREIGHT REPRESENTATIVE IN YOUR CITY. HE WILL 
GLADLY HELP YOU SOLVE SHIPPING PROBLEMS 


Between ST. PAUL, MINNEAPOLIS, DULUTH, WINNIPEG, PORTLAND, 
SEATTLE, TACOMA, SPOK ANE, KLAMATH FALLS, SACRAMENTO, 
OAKLAND, SAN FRANCISCO, VANCOUVER and VICTORIA, B. C., 


and intermediate points. 





BELLINGHAM, WASH. 


Cc. D. Thompson 
District Traffic Agent 
212 Kulshan Bidg. 


BILLINGS, MONT. 
D. C. Bates 


General Agent 
311 Electric Bldg. 


BOSTON, MASS. 


Charles H. Walker 
General Agent 
Shop 3, Little Bldg. 


BUTTE, MONT. 
W. L. Rooth 


General Agent 


513 Metals Bank Bldg. 


CHICAGO, ILL. 


T. J. Shea 
Assist. Gen. Freight Agent 


105 W. Adams St., Room 620 


CINCINNATI, O. 


J. H. Brinkman 
General Agent 
608 Traction Bldg. 


CLEVELAND, O. 
F. P. Engel 


G LA 
508 Hippodrome Bldg. 
DALLAS, TEX. 


I. H. Turner 
neste Frt. & 
Pass. 

1004 S. Wy. Life Bldg. 


DENVER, COLO. 


A. M. Bra ndevik 
at Frei - Agent 
17t 


pes teownes, 1A. 


A. J. Cheresmen 
Traveling Freight Agent 
305 Equitable Bidy. 


DETROIT, MICH. 


H. G. Schuette 
General Agent 
Transportation Bldg. 


DULUTH-SUPERIOR 


W. J. Power 
Asst. Gen’! Freight Agent 
307 Alworth Bldg. 


EVERETT, WASH. 


J. F. Boettner 
General Agent 
G. N. Station 


FARGO, N. D. 
E. C. Warren 


General Agent 


702 Black Bidg. 


GRAND FORKS, N. D. 


M. H. Greenleaf 
Division Freight Agent 


GREAT FALLS, MONT. 


J. F. Kelly 
General Age 
802 First Neel "| Bank Bldg. 


HELENA, MONT. 


S. A. Garrity 
General Agent 
Placer Hotel Bldg. 


KANSAS CITY, MO. 


L. C. Hodkins 
Genl. Agent, Freight Dept. 
544 Railway Exchange Bidg. 


KLAMATH FALLS, ORE. 


C. N. Christopherson 
General Agent 
G. N. Station 


LEWISTOWN, MONT. 


T. J. Bolin 
Traveling Frt. & Pass. Agent 


LOS ANGELES, CAL. 
W. E. McCormick 


General Agent 
605 Central Bidg. 


MILWAUKEE, WIS. 


Benj. C. Culbertson 
General Agent 
502 Majestic Bldg. 


MINNEAPOLIS, MINN. 


S. A. Volkman 
Asst. General Freight Agent 
621 Met. Life Bldg. 


MINOT, N. D. 


R. F. Mills 
General Agent 


NELSON, B. C. 


E. L. Buchanan 
City Freight and Pass . Agt. 
321 Baker St. 


NEW YORK, N. Y. 


Joseph A. Werne 
General Agent, Frt. Dept. 
233 Broadway 


OAKLAND, CAL. 


G. A. Sorrell 
General Age 
620 Centra Be Bank Bldg. 


PHILADELPHIA, PA. 


W. F. Doane 
General Agent 
504 Finance Bidg. 


PITTSBURGH, PA. 
P. H. Yorke 


Goneees Agen 
W. Diver Bldg. 


PORTLAND, ORE. 


W. E. Hunt 
Asst. Gen. Freight Agent 
201 Morgan Bidg 


SACRAMENTO, CAL. 


George R. Lally 
General Agent 
225 Forum Bldg. 


ST. LOUIS, MO. 


J. M. Sanford 
General Agent 
520 Boatmen’s Bank Bldg. 


ST. PAUL, MINN. 


G. A. Blanchard 
Gen. Agent, Freight Dept. 
4th and Jackson St 


SAN FRANCISCO, CAL. 


C. A. Gerken 
Gen. Agent, Frt. Dept. 
707 Monadnock Bldg. 


SEATTLE, WASH. 


H. W. Costigan 
General A = Freight Dept. 
201 G. N. Bidg. 


SIOUX CITY, IA. 


P. J. Donohue 
General Agent 
403 Commerce Bldg. 


SIOUX FALLS, S. D. 


Chas. Vogel 
General ent 
503 E. Sth St. 


SPOKANE, WASH. 


J. M. Doyle 
« General Agent 
814 Old National Bank Bidg. 


TACOMA, WASH. 
M. J. Seabrook 


General ent 
116 South Ninth St 


TORONTO, ONT. 


H. E. Watkins 
General Agent 
507 Royal Bank Bldg. 


VANCOUVER, B. C. 


A. H. Hebb 
General Agent 
683 Granville St. 


VICTORIA, B. C. 
Harry Clark 
Agent 
916 Government St. 


WENATCHEE, WASH. 


J.C. Maher 

General Agent 

203 Wenatchee Savings and 
Loan Bank 


WINNIPEG, MAN. 
W. T. Hetherington 
Dist. Frt. & Pass. Agt. 
414 Main St. 


cmmesosicmee nome (10 of the famous —— 





EMPIRE BUILDER 


AIR-CONDITIONED DINING AND OBSERVATION CARS 
TO GLACIER PARK...PACIFIC NORTHWEST ...CALIFORNIA...ALASKA 


C. F. O'Hara H. G. Dow T. J. Shea B. S. Merritt 

P. B. Beidelman A. J. Dickinson P. H. Burnham Cc. W. Meldrum Asst. Gen. Passenger [Eastern Traffic Mgr. Asst. Gen. Freight ae General Freight Senet 
Freight Traffic Mgr. Passenger Traffic Mgr VJestern Traffic Mgr. Asst.Gen. Passenger Agent and Freight Agent 233 enseey, 105 W. Adams 709 Monadnock ~ 

St. Paul, Minn St. Paul, Minn. Seattle, Wash. Seatile, Wash. Helena, Mont. New York City, Chicago, ill. San Francisco, Ca 
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| | th Philadelphia 


1 | [] yam 
il Warehouses 


strategically located 








for efficient 
distribution of 


merchandise 


. 


As the largest operators of 
public warehouses in Phila- 
delphia we are equipped 
to render economical and 
highly efficient service in- =— 

cident to the handling of flour, dried lent storage space. The buildings are of 
fruits, canned goods, cereals, soaps, modern steel and concrete construction 
glycerine, wool, cotton, newsprint, furni- completely equipped with sprinkler sys- 
ture, hay, straw, feed and all classes of | tems to provide low insurance rates. All 
package freight. Liberal advances may properties are served by Pennsylvania 
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be had on stored goods. Railroad sidings. Ga 
The various warehouses are conveni- write for illustrated booklet which f= 


TERMINALS 


ently located throughout the city and describes in detail the facilities of WSs? 
contain 2,100,000 square feet of excel- each individual warehouse. Se” 


MerchantWarchouseCo. 


| 10 CHESTNUT ST. PHILADELPHIA, PA. 


MALCOLM A.BUCKEY fais: 
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Delays are Costly - Next 
Time Ship it KATY / 














FAST DEPENDABLE FREIGHT SERVICE 
Through | 

wuwcrpun’ | MISSOURI-KANSAS | 

mab | OKLAHOMA-TEXAS 


The Katy Komet | 
FAST, OVERNIGHT INTER-CITY 
medeemianin FREIGHT SERVICE FOR TEXAS 
TRAINS 
featuring The Katy Komet’ 's fast, 


TEX A Ss overnight service ia 


connection with Katy’ s 
SPECIAL free pick- ho and de- 
with livery service gives 
Texas shi ipper s the 
Table D’hote maximum in Freight 
Meals Service. Only 12 hours 
and DeLuxe enroute between the 
AIR- 






CONDITIONED 
DINING CARS of Dallas, Fort Worth, 


LOUNGE CARS San Antonio. Corre 
spondingly fast a 
to intermediate 


jor distributing centers 







nay am aie USE KATY FAST FREIGHT- 7 ib- 
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il. That your shipments may 
. move quickly and safely 


i} ROUTE VIA GM&NRR 


GULF, MOBILE... NORTHERN 
RAILROAD 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





IS THE GOAT BECOMING A LION? 


¥ seems that our private information was correct and 
that the railroads, at their Atlantic City conference, 
did definitely decide to contest the validity of the rail 
road pension law, notwithstanding the cautious, mis 
leading statement they gave out, which did not say any- 
thing of the kind but merely that a committee had been 
appointed to study the terms of the act with a view to 
determining whether or not it should be contested in the 
courts. We are printing elsewhere their allegations as 
to the unconstitutionality of the law and their prayer 
for injunctive relief, and we congratulate them on what 
seems to us the soundness of their position as well as 
on their united front in giving battle in a just cause 
against an oppressive and unfair law. We cannot see 
how they can lose, their case in law seems so clear and 
so evident is it that the act is merely the result of cheap 
sentimental or political desire to confer benefits on a 
large class of persons regardless of the rights of those 
Who would be compelled to pay. 
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Thus far, we have seen little or nothing to cause 
fright to the railroads, always so timid about fighting, 
even in self defense, as a result of their aggressive action 
in this matter. It seems to be taken for granted, in most 
quarters, that there is at least a question as to the con 
stitutionality of the pension law and as to whether it is 
unfair to the railroads; we have not heard them accused 
of being robbers of widows and orphans; rather, there is 
a certain tone of respect for them because they have, 
for once, decided to stand up for what they believe to be 
their rights. 

We venture to point out to them that this will al 
ways be the case if their cause is just and they conduct 
their fights with decency and honesty, and we hope the 
experience in the pension matter will give them heart 
for other battles that they must wage and which they 
should long ago have begun to wage with force and 
spirit. So often have they yielded to unfair demands 
made on them and refrained from fighting the good fight 
when unjustly treated that the public, with some show 
of reason, has come to regard the things they have done 
as things that they ought to have done; it has taken 
them as a matter of course. To that extent, though it 
does not justify unfair treatment of the railroads, they 
are themselves responsible for a good deal of what they 
have suffered and for the sentiment somewhat approach 
ing contempt with which their efforts at management 
are regarded. They will be responsible in the same way 
and to the same extent if, because of unfair tactics to 
ward them and unjust demands made on them, which 
they fail to contest, their affairs finally get into such a 
mess that, to straighten them out, it seems necessary to 
those in authority for the government to take them over 
and operate them. 

Government ownership or operation is an ever 
threatening danger. The railroads should do their part 
to avert it. That part consists not only in operating as 
efficiently and economically as possible, but in insisting 
at every turn that their rights and the interests of their 
stockholders be observed. What have they ever received 
as a result of their complacent and timorous attitude? 
Nothing. What have they to expect if they continue that 
attitude? Less than nothing. Now, if ever, they must 
cast off the skin of the goat and assume that of the lion. 
They have nothing to lose and much to gain. 
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GOVERNMENT IN BUSINESS 


VA rITHOUT intending any special reference to or 
eriticism of the National Coal Association, which 
has launched a campaign against the government’s hydro 


electric program as being wasteful and extravagant, or 


coal men generally, we desire to make the point that this 
is a case of chickens coming home to roost. 


or years the government has pursued the policy, 


under both Republican and Democratic presidents, of 


developing inland waterways and conducting operations 


thereon in competition with private transport interests, 


both rail and water. This policy has been viewed with 


complacency by business, coal as well as other kinds. 


The national organization of shippers has had nothing 
to say against it. There have been two reasons for this. 
One is the apathy with which citizens always regard such 
policies until their own individual pocket books are 8O 


seriously and directly affected that they wake up with a 


start; the other is that many businesses have been able 
to use government barge line facilities to their own 


profit and so have given little thought to wide questions 


of sound public policy involved, But any business man 


who thinks the thing through must know that, if gov 


ernment is permitted, without serious protest, to con 


duct one kind of business in competition with private in 
terests, it is likely to broaden the policy to include other 
kinds; it is a case of the camel sticking its nose under 
the tent. 

aroused because their own 


The coal men are now 


health is threatened. They and all others ought to have 
foreseen what would happen, especially in the matter of 
handling the country’s waterways, where the government 
has two ends in view—the development of transport and 


the development of power, both more or less involved 


with the political desire to do something for powerful 
constituents and groups of voters. But other constituents 
and other groups of voters—not to mention merely sound 


thinkers who have no personal axes to grind ought to 


be loud in opposition. We congratulate the coal men on 


having decided to use their vocal chords. 


GOVERNMENT CHISELING 
— stereotyped reply to criticisms of N. R. A, and 
the New Deal generally on the ground that they are, 
for the most part, unwise economically, is something 
like this: “Well, they are 


ness, aren’t they? 


preventing chiseling in busi 
That is not only a righting of a moral 
for chiseling is one 
the 
business.” 
that it is 
what it is doing 


- 


wrong but a wise economic move, 


of the things perhaps the most important of all 


things contributing to the present plight of 


Granting, for the sake of the argument, 
wise and proper for government to do 
to prevent so-called chiseling, that the course it is taking 
is preventing it or curtailing it, and that, in thus curtail- 
doing something 


ing or it is not only 


righteous, from a sentimental point of view, but is actu 


preventing it, 


ally contributing to the restoration of prosperity, what is 
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to be said of what the government itself is doing in con 


trast with what it is asking or compelling others to do 

in this respect? 
One need not go outside the field of transportation 

to find that 


in business than 


the government is itself a greater chiseler 


most of those whom it seeks to disci 


pline, and that it knowingly and openly permits by others 


chiseling that could and should be cured, not by radical 


and unusual measures and courses of action, but by sim 


ple and logical legislation that is advocated by most 


persons who have studied the matter without prejudice 


and that has been specifically suggested by some of them 


close to or a part of the present administration. 


As an example of chiseling by the government 11 


self, we cite the federal barge line, In this enterprise 


Unele Sam is in direct competition with other kinds o! 


transport and with privately-owned barge lines. There 


has been no attempt to discover real costs of service, but 


barge line rates are arbitrarily fixed at twenty per cen 


under rail rates. The government barge line, if costs 


that private operators have to pay are taken into con 


sideration, operates at a loss. The taxpayers take up the 
slack. The government thus chisels meaning it indulges 
in unfair competition against the railroads and against 


private capital invested in inland waterway transporta 


tion enterprises at the expense not only of this private 


business, but of the taxpayers, generally, and of shippers 


who are not in position to use the waterways, particu 


larly. Even the business correspondence of the govern 
ment barge line moves under government “frank.” As a 


chiseler, the government, in this phase of its activities 


is worse than any private chiseler we know of; what il 


is doing is little short of piracy. 


As an example of the chiseling it permits by others 


in the transportation field, we have the spectacle of the 


railroads strictly regulated and paying for the building 


and maintaining of their own roadway, while their com 


petitors, the trucks and busses, growing rapidly in siz 


and power, are regulated comparative little—not at all 


interstate—and operate over the public highways in par 


at the public expense, at least it has never been defin 


itely determined by any unprejudiced and scientific stud) 
how much maintaining the 


should be paid 


of the cost of puilding and 


g business 


highways their place of doin 

by them and whether or not they are paying it. 
Legislation to correct both the waterway and the 

motor vehicle situations referred to has been proposed, 

Mr. 

of Transportation, but to no avail. 


would not, perhaps, have expected Congress to act on it 


President Roosevelt's 
One 


among others, by Eastman, 


Coordinator 


in these days, when everything legislative emanates frol 
the President, directly or indirectly, and nothing else is 
considered of consequence, unless the President took the 
initiative, and the President himself did nothing; he has 
done nothing in such matters since his election, though 
words and promises indicated that he 
of the subject 


his pre election 


might know something and intended 


(Continued on page 250) 
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Current Topics in 
Washington 





Five millions, not ten, eleven, or 
twelve millions, in the view of the Cham 


of the First ‘(Page ber of Commerce of the United States, 


is the figure to use in speaking of unem- 
yment. Statistics and figures, it points out, are two different 
ngs. Any figure for the number of unemployed in a country 
large as this, with so many varied conditions, necessarily, 
serts, must be an estimate. Therefore, it is merely a figure, 
statistics 
Almost anyone familiar with the pleasure afforded public 
ers and some others by the appearance of their names on 
first pages of newspapers can understand why figures, repre- 


enting, at best, estimates, tend to inflation. The larger the 


ire the greater their chances of “making the first page.” 
more horrifying a disaster may be made to appear, by 
res, the greater, the public is likely to infer, is the task 
the man who must, or thinks he must, do something about 
In the case of unemployment the magnification of duty, 
mplication, also falls on labor leaders. 

The Chamber of Commerce of the United States, in its 


eekly review dated August 13, in which it expresses the view 


unemployment is represented by five instead of ten or more 
lions, makes no reference to the art of “making the first 
It does, however, point out that unemployment estimates 
lude persons who, even in times of greatest activity, are 
likely to be employed. It recognizes the existence of a class 
unemployables 
Its estimate is that the gross of unemployment, including 
employables, is 7,000,000; that there are 2,000,000 of unem- 
oyables, and that the net of unemployment, due to business 
nditions, is 5,000,000. 

\t the time the Hoover administration made its first esti 
te of unemployment, the “chronically unemployed” were esti- 
ed at 2,500,000. The chamber, which suggests that what the 
ntry needs is not more but better statistics, admitting that 
00,000 is a regrettable figure, points out that there is in it 
uggestion of a task of discouraging proportions or of a pro- 
nged struggle against unemployment. The remedy, it says, 
n continued advance in “our fields of activity where well 

10,000,000 persons are already occupied.” 

There is no intention, in this calling attention to the human 
iilty to magnify things of sad import, to suggest that unem- 
yment is not a staggering problem—merely that, perhaps, in 
ding to the tendency to make big eyes over disaster, some 
lers have gone too far. 


If the government of the United 


Substitute for United States continues to expand its activ- 


ities it may become desirable, in a 
relatively few years, to consider giv- 


May Be Needed ing the country a new name. “United 


States of America,” when that desig- 
tion was adopted for the new constellation, meant that the 
n was of areas that were really states, exercising the powers 
overeigns, particularly in respect to what then seemed purely 
affairs. 
It is a barren day now that does not find the federal gov- 
ment, created by the states to do those things they could 
do, devoting itself to many small, if not trivial, tasks. 
instance, in one day the NRA announced, among other 
that it had changed a firm making girls’ gymnasium 
at Cincinnati, O., from the code for cotton garments to 
code for infants’ and children’s wear; that it had approved 
de for the corn cob pipe makers; that Judge Pablo Berga 
been approved as impartial chairman of the piece rates 
mission provided for under the code for the needlework 


dustry of Puerto Rico; that it had approved the personnel of 


permanent code authority for the private home study school 
istry; and had stamped approval on a supplemental code 
the charcoal and package fuel distributing trade. 

The mail on the same day brought the startling news that 
AAA had revoked the licenses of two milk distributors in 
achusetts because those milk peddlers had done something 
itate the Jove in the Department of Agriculture. 

\lso, that same day, the Tetroleum Labor Policy Board 
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announced that workers in two oil refineries had organized 
themselves into unions affiliated with the American Federation 
of Labor and had held elections designating those unions to 
represent them in collective bargaining about wages and hours 
of service with their employers. Thereupon, the policy board 
stretched forth its hands, gave its blessing, and said the unions 
had been duly chosen for that duty. 

It may be that all these things come under the head of 
“commerce among the states” and, therefore, within the compe 
tency of the national government under the commerce clause 
of the Constitution declaring the scope of the power of Con 
gress to legislate and the executive branch of the government 
to administer. When and if the Supreme Court says they do, 
then there really will be nothing of substance for the states 
to do. Then it will be in order to think of a new name for 
the country. However, it might be suggested, the states prob 
ably will not be abolished, when that time comes. They could 
be continued so as to furnish officers who plainly would have 
nothing to do—as for instance, governors to appoint colonels 


The Federal Housing Adminis 
Sixty-Five Ways tration asserts there are sixty-five 
ways and reasons for the American 
home owner to repair or improve 
Improving Your Home his property. The new addition to 
the alphabetical agencies of relief 
does not insinuate that the owner does not know what his 
property needs. Its purpose, according to an announcement in 
connection with a manual issued by it on the subject, “is to 
offer the home owner suggestions which will enable him to 
make needed repairs to his property at a minimum cost and 
on easy terms’’—by borrowing from a bank that is willing to 
lend money, the return of one-fifth of which, by the borrower, 
is guaranteed by the government 

The head of this new agency is “Jimmy” Moffett, one time 
vice president of the Standard Oil Company of New Jersey, who 
resigned his place when the big boss of that company told 
him that two officers of that company could not be serving the 
government at the same time, the big boss being desirous of 
remaining in the NRA. Thereupon, Moffett, by quitting, became 
one of what, in earlier days, was known as an administration 
“fair haired boy.” 

The head of the housing organization lives in a private 
yacht to be anchored at a municipal dock when John Hays Ham 
mond Jr., a Republican, gets his yacht out of the way It is 
not suggested, however, that the manual put out by the Fed 
eral Housing Administration is addressed to home owners who 
can afford yachts. 


and Reasons for 


With the help of Civilian Con 

Jamestown to Be Dug servation Corps labor—that is, with 

labor that the government is hiring 

Out of the Mud to lessen unemployment—the_ re 

by the Government mains of Jamestown, Va., first per 

manent English settlement within 

the boundaries of the United States, are to be dug out of the 
mud of Jamestown Island, in the James River. 

The island has been added to the national park system 
When, in 1699, the colony moved its capital to Middle Planta 
tion (Williamsburg), which is being restored by John D. Docke 
feller, Jr., the first settlement became like an abandoned min 
ing camp. The foundations of the first church were uncovered, 
by shoveling away the earth that had been washed over its 
foundations by the river, in time for the tercentenary celebra 
tion of the founding of the place named in honor of James I, 
who was James VI of Scotland, at the same time 

Every plot of the island 100 feet square is to be explored 
by the CCC labor so that nothing of interest may escape the 
search. It was in the church at Jamestown that John Rolfe 
married Pocahontas. 


Herbert Janvrin Browne, once a 
newspaper correspondent, now a maker 
Cans in Prospect of long range weather forecasts—for pay 

is a bit dubious about the value and 
possibility of the $75,000,000 shelter belt of trees President 
Roosevelt has started to end drought conditions in the trans 
Missouri country. Although it is almost a constitutional man 
date that Herbert shall be a Democrat, Browne says the Presi 
dent’s 1,000 miles of tree belts, seventy-five miles wide, will 
not work the desired revolution in what the statesmen in the 
early part of the last century called the great American desert 

If the trees could be artificially watered, Browne admits, it 
would be possible to make them grow. But he says there is 
not enough water in the territory where the shelter belts are 
to be planted, even if there were enough watering cans, to carry 
it to the trees. He points out that even the willows and cot- 
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tonwoods along the streams in the drought territory have died 
in the drought that has lasted for about four years. On his 
reputation as a long range forecaster, Browne says the drought 
will continue about three years longer. The seven lean year 
cycle of the Bible, Browne believes, is scientifically accurate, 
history proving it to be so. 

Return of the drought area to sod, it is Browne’s belief, 
is the only possible remedy. Even of that he is not certain. 
The northern part of the Sahara Desert, he asserts, was fertile 
wheat land in the days when Rome was making good her de- 
cree, Cartage delenda est. That land was ruined, according 
to his and others’ theory, by over-cropping and over-grazing, 
even as the deserts of central Asia were created, thereby forc- 
ing Hitler’s so-called Aryans to find new homes in Europe. 
All deserts, he holds, are man-created. 

Browne says there is the equivalent of 20 feet of water in 
a belt of air four or five miles thick, over the drought area; 
the heat, however, is so intense that it cannot be precipitated. 
Were an unheard of amount of cool air forced into the super- 
heated air above the drought area, he thinks, there would be 
a rainfall that would make Noah’s flood a spring shower in 
comparison. Browne knows of no way to bring about orderly 
rainfall, except by allowing the land to return to grass—if the 
over-grazing and cultivation have not been continued too long. 
The water above the area, he figures, is only about 1,000 feet 
above the parched earth. 

Inasmuch as Browne, in 1930, when the eastern part of the 
country had drought conditions, outguessed the government 
weather men on every important point, the government scien- 


tists do not now jeer at his talks about weather conditions. 


Being a member of the President's 
council, a member of the Interstate 
Commerce Commission, and Federal 
Coordinator of Transportation all at 
the same time makes Joseph B. Eastman a conspicuous if not 
a great man among public men. But, to the guard at the main 
door of the new Interstate Commerce Commission, he is only 
“a man named Eastman.” 

“Have you a man named Eastman:in that office,” inquired 
such a guard over the telephone leading to the desk of John W. 
Rogers, one of the coordinator’s assistants, in behalf of a man 
who had come to the main door in search of Mr. Eastman. 
—A. E. H. 


Eastman a Great 
One of Earth, But— 


GOVERNMENT CHISELING 
(Continued from ~page 248) 
act. If there is no action, he must bear the direct re- 
sponsibility. 

Of course, we realize that pointing out the incon- 
sistency of the administration is not proof that what it 
is doing to others is not wise and proper; but a sermon 
from a preacher whose own conduct is immoral, or a 
temperance lecture from a drunkard is not very con- 
vincing, even though what he says may be sound. 


SUSPENDED TARIFFS 


In I. and S. No. 4021 the Commission has suspended from 
August 14 until March 14 schedules in supplements Nos. 20 and 
22 to Curlett’s I. C. C. No. A-418, supplement No. 65 to Jones’ 
I. C. C. No. 2607, supplements Nos. 149 and 151 to Sperry’s 
I. C. C. No. 208, and others. The suspended schedules propose 
to revise the rates on manufactured iron and steel articles, in 
carloads, interterritorially between points in the south and 
points in official territory by canceling, generally, the commodity 
rates and applying in lieu thereof the eighth class rates (30 
per cent of first class), which would result in increases. The 
following is illustrative, rates being in cents a 100 pounds: 





From Birmingham, Ala., to Baltimore, Md., present rate 49, pro- 
posed rate 60; from Birmingham, Ala., to Philadelphia, Pa., present 
rate 49, proposed rate 62; from Birmingham, Ala., to New York, N. Y., 
present rate 49, proposed rate 65. 


In I. and S. No. 4022 the Commission has suspended from 
August 15 until March 15 schedules in supplements 39 and 40 to 
Pennsylvania I. C. C. 594. The suspended schedules propose to 
cancel the absorption by the Pennsylvania of connecting lines 
switching charges on stone, in carloads, at Greencastle, ind., 
which results in increasés. 

In I. and S. No. 4023, the Commission has suspended from 
August 15 until March 15 schedules in supplement No. 39 to 


‘ 


Dulaney’s I. C. C. No. 50, supplement No. 151 to Speiden’s I. C. C. 
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No. A-659, and in many other tariffs. The suspended schedules 
propose to cancel the existing commodity rates (lumber basis) 
applicable on fruit, vegetable and berry baskets, hampers and 
boxes in straight or mixed carloads, or in mixed carloads with 
box or crate material, between points in southern territory, and 
establish in lieu thereof ratings of 22%, 25 and 50 per cent of 
first class, which would result in substantial increases. 

In I. and 8S. No. 4024, the Commission has suspended from 
August 15 until March 15 schedules in supplement No. 32 to 
Seatrain Lines, Inc., I. C. C. No. 12, supplement No. 54 to South. 
ern Pacific Company’s (Southern Pacific Steamship Lines) tariff 
I. C. C. No. 950, and supplement No. 6 to Southern Pacific Com. 
pany’s (Southern Pacific Steamship Lines) tariff I. C. C. No. 1032 
The suspended schedules propose a blanket increase of 3 cents a 
100 pounds on approximately 150 different groups of commodities, 
carloads, moving via water routes between New Orleans and 
points in Atlantic seaboard territory; they also propose the 
absorption of all terminal charges at New Orleans on such traffic, 
when handled to or from that point by the Morgan Line or 
Seatrain Lines. 

In I. and S. No. 4025, the Commission has suspended from 
August 15 until March 15 schedules in supplements Nos. 16 and 
18 to Curlett’s Exceptions to Official Classification, I. C. C. No 
A-420. The suspended schedules propose to cancel the Exceptions 
to Official Classification governing the platform measurement 
and carload minimum weights of iron and steel tanks loaded on 
flat cars between points in eastern trunk line territory, also from 
eastern trunk line to central freight association or New England 
territories. The present rule in the Exceptions to Official Classi- 
fication reads as follows: 


(Graduation of minimum weights according to length of car) “Ir 
the case of tanks loaded on flat cars, the length available for loading 
(i. e. exclusive of brake staffs, brake wheels or other obstructions) 
shall be deemed to be the length of the car.” 


The cancelation of this rule would have allowed Rule 34 of 
the official classification to become operative, which reads in 
part as follows: 


Section 7 of Rule 34 provides that 
“The length of cars referred to in this rule is based on the plat 
form measurement of flat cars, * * *.”’ 


Under this provision the full overall platform measurement 
of flat cars is used in determining the applicable minimum weight 
under the graduated scale of Rule 34, which would result in 
increases. 


PETITIONS FOR REHEARING, ETC, 


No. 17000, part 8 Rate structure investigation, cottonseed, its 
products and related articles. Respondents ask for supplemental or 
der prescribing rates from the southwestern region to the west Cen 
tral region, and providing that the rates prescribed from the south 
western region to points in the west central region may be held as 
minima to points in the Mountain Pacific region. 

No. 23340. F. E. Reed Glass Co. vs. Pennsylvania et al. Com- 
plainant asks for reopening and rehearing and motion to require 
defendants to show the short line distance between the points in- 
volved, 

No. 25918. Krey Packing Co. vs. Alton et al. Complainant asks 
for reconsideration by and reargument before the entire Commis- 
sion. 

No. 26004. Chamber of Commerce of Fargo, N. D., vs. A. C. & Y 
et al. Defendants ask the Commission to postpone the effective date 
of the order. 

No, 25017. Olds and Whipple, Inc., vs. A. C. L. R. R. et al. De- 
fendant carriers ask for reopening and reconsideration, ; 

No. 25220 and related cases. American Lime & Stone Co, et al 
vs. Pennsylvania et al. Defendants ask for postponement of the 
effective date of the Commission's order therein until December 2), 
1934. 

Fourth Section Application No, 12169 et al., brick between points 
in official territory. N. Y. C., P. & L. E. and their connections ask for 
rehearing and reconsideration and postponement of effective date of 
order. 

No. 24757, Limestone Products Corporation of America et al. vs 
L. & H. R. et al. Defendants have filed a supplemental petition for 
postponement of effective date of Commission's order. 

No. 25545, In the matter of application of Union Belt of Detroit, 
Wabash, Walter S. Franklin and Frank C. Nicodemus, Jr., receivers, 
Pere Marquette and Pennsylvania, Applicants ask for reargument and 
reconsideration before the entire Commission. 

No, 25721, Brunswick-Balke-Collender Co. et al. vs. B. & O. el! 
al. and No. 25724, Liquid Carbonic Corporation vs. D. L. & W. et al 
Complainants ask for reopening and/or reargument and reconsidera- 
tion by Commission, 

No. 26040, Continental Roll & Steel Foundry Co. et al. vs. Penn- 
sylvania et al. Defendants ask for reconsideration; postponement 0! 
effective date of order and argument before entire Commission. 

Finance No. 7907, Norfolk & Western construction (Extension of 
Jacobs Fork branch). Applicant asks the Commission to extend until 
October 1, 1936, the time within which it may complete the con- 
struction of the extension of its Jacobs Fork Branch authorized by) 
the certificate in this proceeding. 

No, 25675, Booth & Olson, Inc., vs. C. M. St. P. & P. Defendant 
asks the Commission to enter an order granting reconsideration of 
this case and for reargument before the entire Commission, for the 
reason that the réport awarding reparation to the complainant is not 
supported by evidence and is contrary to the evidence, and the re- 
port of division 5 is in conflict with the reports of the entire Com- 
mission and with the reports of other divisions. 

No, 26094, McHugh Brothers vs. Pennsylvania et al. Defendants 
ask the Commission to reconsider the report of June 11, 1934. 
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COMMISSION REPORTS 


Sunflower Seed 


No, 26305. Robinson Grain Co. vs. A. T. & S. F. et al. By 
livision 2. Dismissed. Rate, one carload, sunflower seed, in 
bulk, Mills, N. C., to Colorado Springs, Colo., not unreasonable. 
[he shipment was made in November, 193 


Iron or Steel Pipe 


No, 26107, Fretz-Moon Tube Co., Inc., vs. Buffalo & Susque- 
inna et al. By division 5. Rates and charges, iron or steel 
pipe, carloads, and less than carloads, East Butler, Pa., to 
Baltimore, Md., inapplicable. Applicable rates found to have 
been 22.5 cents in carloads and 28.5 cents in less than carloads. 
Class rates of 31 and 36.5 cents, respectively, were charged. 
shipments were made between May 4, 1929, and May 14, 1930, 
n carloads, and on December 3, 1930, in less than carloads. 
Reparation awarded. Commissioner Mahaffie dissented. 


Broccoli 


I. and S. No. 3992, estimated weight of broccoli from Pexas. 
By division 3. Proposed rules, regulations, and practices govern- 
ing estimated weights applicable, brocolli, carloads, Texas, to 
nterstate destinations, justified, with exceptions. Schedules to 
be canceled without prejudice to the filing of new ones giving 
recognition to the exceptions, The tariffs under suspension were 
filed in purported compliance with the Commission’s findings in 
D’Arrigo Brothers Co. vs. A. T. & S. F., 198 I. C. C. 741. The 
chief finding in that case was that the railroads were unduly 
preferring Texas shippers to the prejudice of California ship- 
pers. In this case the Commission finds that the proposed 
imitation on the amount of package icing has not been justified; 
that the proposed weight of 53 pounds on broccoli in the small 
lettuce and vegetable crates has not been justified but that an 
estimated weight of 40 pounds would be proper. The finding is 
without prejudice to any conclusions that may be reached in any 
future proceeding in which the rules, regulations and practices 
concerning estimated weights on all vegetables from Texas may 
be brought into issue. The Commission said its findings herein 
were not to be construed as expressing any view as to the 
ropriety of the proposed column 42.5 basis on broccoli from 
Texas. 

Alfalfa Seed, Etc. 


No. 25980, Idaho Grimm Alfalfa Seed Growers’ Association 

A. & R. et al., a sub-number, H. L. Hammond et al. vs. 
Same, and No. 25946, Northwest Seed Co. vs. O. S. L. et al. 
Rates, alfalfa and red and alsike clover seed, points in Idaho 
ind Utah to destinations in official territory, including Michigan 
and Virginia, and points in Kentucky, Wisconsin, Iowa, Mis- 
uri, Kansas, Nebraska, Minnesota, the Dakotas and Colorado, 
nreasonable to the extent they exceeded or may exceed 35 
per cent of constructive first class rates computed according to 
the formula in Covey-Ballard Motor Co. vs. Alton, 174 I. C. C. 
74. Reparation awarded. New rates are to be effective not later 
than November 15. Commissioner Mahaffie, dissenting, said that 
considering the values of the seeds, averaging $5,000 a car, 
the rates had not been shown to be unreasonable. 


Scrap Iron 


No. 26096, Fargo Iron & Metal Co., Inc., vs. A. T. & S. F. 
al By division 3. Dismissed. Rates, scrap iron, Fargo, 
VY. D., to Duluth, Minneapolis and St. Paul, Minn., and points 
taking the same rates, not unreasonable. Informal complaint 
was filed on January 5, 1931, covering shipments in 1928 and 
1928 and on shipments up to November 30, 1932, when rates were 
made effective on the basis prescribed in Waste Material Deal- 
Association vs. C. R. Il. & P., 164 I. C. C. 587, fro application 
the southwest, Reparation only was sought. 


Rubber Hose 


No. 26288, Pioneer Rubber Co. vs. A. T. & 8S. F. et al. By 
ision 5. Dismissed. Charges on a less-than-carload, rubber 
ise, Pittsburgh, Calif., to Westwego, La., on March 30, 1931, not 
nreasonable. Commissioner Farrell, dissenting, disagreed with 
he conclusion that a rate of $19.70 a hundred pounds, applied 
1,005 pounds of hose, was not unreasonable. Charges were 
mputed at the first class minimum 4,000 pounds, at the first 
rate of $4.95, the charges amounting to $198, under the 
forbidding an L. C. L. charge being higher than on a mini- 
m carload. His view was that the first class rate, at actual 
ight, would have been the maximum reasonable rate. 


Peanut Butter 


No. 26351, Williamson Candy Co. vs. C. M. St. P. & P. et al. 
division 3. Dismissed. Rates charged, $3.35, on a less-than- 
load, peanut butter, in glass, in cartons, shipped, April 14, 
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1932, Chicago, Ill., to Salt Lake City, Utah, in a pool car with 
other commodities, not unreasonable. 


Wrought Iron Pipe 
No. 26280, Texas-Interstate Pipe Line Co. vs. C. R. Il. & P. 
et al. By division 5. Dismissed. Out of line haul charges 
collected, wrought iron pipe, Indiana Harbor, Ind., and Youngs 
town, O., originally billed to Fritch, Oil City and Gruver, Tex., 
and reconsigned to Stinnett and Bernstein, Tex., applicable. 
Shipments were made in June, July and December, 1930. 


Wall Board 


No. 25860, Compo-Board Co. vs. Alton et al. By division 3. 
Rates, wall board made of fibreboard and wood combined, car- 
loads, Minneapolis, Minn., to destinations in official territory 
not unreasonable, but unduly prejudicial to the extent they 
exceeded or may exceed the rates concurrently maintained on 
other wall boards. Reparation denied. Rates removing the 
undue prejudice to be made effective not later than Novem- 
ber 16. 

Vegetables 


No. 13535, Corporation Commissien of Oklahoma vs. A. & R. 
et al. and the cases embraced with it and referred to in the 
former report, 200 I. C. C, 355. By the Commission. Upon 
reconsideration, the former report, and outstanding orders, have 
been modified or vacated to the extent necessary to permit the 
establishment of rates on specified vegetables and on canta- 
loupes in carloads from origins in the territories defined in that 
report to destinations in the southwest on the basis prescribed 
on like commodities in the former report for application in the 
reverse direction. The former report and order have also been 
modified so as to permit the establishment of rates on similar 
commodities from points west of the Mississippi River in the 
southwest, observing corresponding rates prescribed from in- 
termediate Mississippi Valley points as minima. No finding 
was made in the former report concerning rates from points 
in the territories defined in it to destinations in the southwest 
because of the lack of an appropriate record. The railroads 
called the Commission's attention to the desirability of estab 
lishing such rates contemporaneously with the establishment 
of the prescribed rates. No one objected to the change, hence 
the modifications in the orders of April 27, 1934. 


Anthracite Coal 


No. 20805, Tri-County Coal Dealers’ Association et al. vs. 
Atlantic City Railroad et al. By division 4. Upon further hear- 
ing, determination made of the amounts of reparation due on 
shipments, anthracite coal, points in Wyoming, Lehigh and 
Schuylkill regions of Pennsylvania to Bridgeton, Wheat Road 
and Vineland, N. J., under the findings of unreasonableness 
made in the original report, 173 I. C. C. 213. 


Potatoes 


No, 24733, Board of Railroad Commissioners of the State 
of South Dakota vs. A. T. & S. F. et al. By division 3. Upon 
further hearing, prior report, 195 I. C. C. 579, rates on potatoes, 
South Dakota to destinations in southwestern, southern and 
official territories found unreasonable to extent they may ex- 
ceed the following bases: From the Watertown group, to 
southern and Official territories to extent that the rate may 
exceed the rate from the Wadena group; and to southwestern 
territory to extent that the rate may exceed a rate 9° cents 
lower than the present rate from the Fargo group. Rate from 
the Aberdeen group to official and southern territories to extent 
it may exceed the present rate from the Fargo group and to 
southwestern territory to extent that it may exceed a rate 6 
cents lower than the present rate from the Fargo group. The 
Commission said that any undue prejudice suffered by the 
South Dakota shippers or receivers would be removed by the 
establishment of these rates. The rates are to be made effec 
tive not later than November 16. 


Wheat Demurrage 


No. 26100, Burrus Mill & Elevator Co. vs. T. & P. By divi 
sion 3. Dismissed. Demurrage charges assessed for detention 
of cars, wheat, Ft. Worth, Tex., in July, 1932, applicable and 
not unreasonable. 

Tin Cans 

No. 26198, Waseca Canning Co. vs. C. & N. W. et al. By 
division 4. Dismissed. Rate, tin cans, Clearing, Proviso and 
Cragin, Ill., to Waseca, Minn., between July 2, 1929, and Septem- 
ber 6, 1930, not unreasonable. 


Soap 


No, 25810, Los Angeles Soap Co. vs. T. & N. O. et al. By 
division 4. Carload rate charged, on March 31, 1930, 76 cents, 
soap, Houston, Tex., to Oklahoma City, Okla., originating at 
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Los Angeles, Calif., applicable to part of the shipment and in- 
applicable to the remainder. It was found applicable to 39,855 
pounds. Further found that the applicable rate on 51,710 pounds 
was 60 cents. Applicable rates not unreasonable. Reparation 
of $82.74 awarded. 
Vegetables 

No. 26092, Weinberg & Gilbert vs. A. C. L. et al. and three 
sub. numbers, Funck Brothers Co. vs. F. E, C. et al., Hind & 
Fuchs vs. Pennsylvania et al., S. M. Baker, Inc., vs. A. C. L. 
et al., and No, 26131, W. H. Chandler Co. et al. vs. A. C. L. 
et al. By division 2. No. 26131 dismissed. Rates, fresh vege- 
tables, points in Florida to destinations in central territory 
unreasonable to extent the charges collected exceeded those 
computed under the rule in the governing tariff published 
under authority of Rule 56 of Tariff Circular No. 20. The Com- 
mission found that the failure of the defendants to comply with 
the holding out under the tariff rule to adjust the charges to 
the basis of the combination of intermediate rates lower than 
the package rates charged was unreasonable and resulted in 
damage to the title complaint and sub. numbers thereunder, in 
the amounts of the differences between the charges collected 
and those which would have accrued at the respective combina- 
tions of intermediates under the tariffs based upon weights set 
forth in the freight bills for individual shipments subject to 
tariff minimum weights. Commissioner Aitchison dissented in 
part, 


D. & R. G. W. ABANDONMENT 

With three commissioners dissenting, the Commission, in 
Finance No. 10105, Denver & Rio Grande Western Railroad (Co. 
abandonment, has authorized the applicant to abandon its nar 
row gauge branch, extending from Pagosa Junction to Pagosa 
Springs, Colo., a distance of about 31 miles. It was built pri- 
marily to serve lumber interests, in 1899-1900, and the applicant 
and its predecessors in interest have operated it since 1904. 
It serves an area of about 1,000 square miles with a popula- 
tion of between 2,000 and 2,500. The Commission said that 
many trucks were operating in the territory, over highways 
built by the state and one aided by the federal government, that 
are not usable in some parts of the winters. 

Even if the branch were credited with twice the revenue 
allocated to it by the applicant, or roughly 35 per cent of system 
revenues derived from the traffic, said the report, the branch 
line loss, for the 5.58 years ended July 31, 1933, would amount 
to nearly $240,000. 

Commissioner McManamy, who wrote a dissent, in which 
Commissioner Aitchison joined, pointed out that the total rev- 
enue accruing to the lines of the applicant from the traffic 
originating on this branch in the period for which there were 
returns Were more than six times the amount assigned to the 
branch. Therefore, he added, for every dollar credited to the 
branch the main lines received five dollars, which, of course, 
would be lost to the main lines. That loss of revenue, he 
said, the main lines could ill afford and that would hasten the 
day when the entire system of narrow gauge lines must be 
abandoned if earning capacity was to be used as the sole 
measure of public interest. Certainly, he added, no line of rail- 
road could continue to live if the feeder branches were to be 
lopped off one after the other, because they could not exist on 
less than one sixth of the earnings on the traffic they originated 
but that that seemed to be the policy of the applicant. Com- 
missioner Splawn noted a dissent. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10561, granting authority to the 
Dallas Terminal Railway and Union Depot Company to extend from 
April 1, 1933, to January 1, 1952, the maturity date of $731,000 of first 
mortgage 5 per cent 30-year gold bonds, approved. 

Report and order in F. D. No. 10562, granting authority to the 
St. Louis Southwestern Railway Company of Texas to extend from 
April 1, 1933, to January 1, 1952, the maturity date of $280,000 of 
Dallas branch first-mortgage 5 per cent 80-year gold bonds, ap 
proved 

Report and order in F. D. No, 10563, granting authority to St. 
Louis Southwestern Railway Company of Texas to extend from 
August 1, 1933, to January 1, 1952, the maturity date of $292,000 of 
Lufkin extension first-mortgage 5 per cent 30-year gold bonds, ap 
proved 

Report and certificate in F. D. No. 10518, ._permitting the Spring 
field Terminal Railway Company to abandon part of its railroad in 
Sangamon County, Ill., approved 

Seventh supplemental report and order in F. D. No. 3459, author 
izing acquisition by the St. Louis Southwestern Railway Company of 
Texas of control of the properties of the Stephenville North & South 
Texas Railway Company, by supplemental lease, approved 

Report and order in F. D. No. 10565, granting authority to the 
Delta Valley & Southern Railway Company to issue at not less than 
par $25,000 of capital stock, consisting of 250 shares of the par value 
of $100 each, to provide funds for the acquisition and rehabilitation of 
a line of railroad, for the purchase of a locomotive, and for other 
purposes, approved 

Report, certificate, and order in F. D. Nos. 10291, 10348, and 10349, 
(1) permitting abandonment by the Maryland & Delaware Seacoast 
Railroad Company of its line of railroad in Sussex and Kent counties, 
Del., and Caroline county, Md.; and (2) authorizing (a) acquisition 
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and operation by the Baltimore & Eastern Railroad Co. of a part of 
such line in Caroline county, and (b) acquisition by the Delawar: 
Maryland & Virginia Railroad Co, of a part of such line in Suss 

county; also authorizing operation by the Pennsylvania Railroad Cy 

under agreement, of the part of the line to be acquired by the Dela 
ware, Maryland & Virginia Railroad Co., approved 

Report and certificate in F, D. No. 10537, permitting the Readir 

Company to abandon part of a branch line of railroad in the cit 
and county of Philadelphia, Pa., approved. 


FINANCE APPLICATIONS 


Finance No. 10571. Missouri-Kansas-Texas Railroad Co, in amend 
ment to original application in this docket, asks authority to acqui: 
control jointly with the Alton, Santa Fe, Burlington, C. G W., ¢ 
M. St. P. & P., Rock Island, K. C, S., Missouri Pacific, Frisco, Uni 
Pacific and Wabash of the Kansas City Terminal Railway Co. } 
and through acquisition of one twelfth of its capital stock 

Finance No. 10584 Chesapeake & Ohio Railway Co. asks, under 
section 5(4) of the interstate commerce act, approval and author 
zation of its plan to purchase the line and other properties of th: 
Chesapeake & Ohio Railway Company of Indiana (see Traffic Worl 
August 11) The plan whereby the applicant, now holding the li: 
of the Chesapeake & Ohio of Indiana under a lease, would acquirs 
the assets and liabilities of the subsidiary Indiana company for 
is set forth in an offer by the parent company, signed by R. § 
Marshall, its vice-president, to the Chesapeake & Ohio Railw 
Company of Indiana and accepted by J. J. Bernet, as president 
the Indiana company Under the plan all the obligations of the 
subsidiary to the parent company would be canceled by the latter 
and the Indiana company would be dissolved. The plan would res 
in the saving of the expense of maintaining the separate compar 
in Indiana 

Finance No. 10587. Boston & Maine Railroad and New Bosto 
Railroad Co. ask permission to abandon the line of the latter 
Hillsborough county, N. H., about five miles long The Boston & 
Maine holds the line under a 99 vear leas¢ The traffic former 
carried by the line is now trucked by the Boston & Mains 


COMMISSION ORDERS 
No, 13535, Corporation Commission of Oklahoma vs. A. & I! 


‘ 
é 


al Petitions of Chamber of Commerce of El Dorado, Ark., and M 
sissippi Vegetable Shippers’ Bureau for reconsideration, reheari 
and modification of report and order, denied 

No. 17000, part 8, rate structure investigation, cottonseed, its prod 
ucts, and related articles. Order entered herein on November 12, 19 
as modified and amended by subsequent orders and which by ord 
of July 10, 19384, was modified to become effective on Sept. 18, 1934 
is further modified by postponing effective date to Oct. 3, 1934, up 
not less than 20 days’ notice; and, that to have the order of July 1 
1934, harmonize with the findings in the report of July 10, 1934, tl 
words “and between points in the North Central region’ should 
added at the end of the first paragraph of 2(a) of the order followir 
the words “on the other hand.” 

Finance No. 10253, Pittsburgh & West Virginia. Application 4d 
missed upon applicant’s request 

Ex Parte 104, part I!, Terminal Services of Class I carrier I 
Superior Iron Ore Association permitted to intervene 

Finance No. 10430, Application J. M.. Kurn and John G,. Lonsdalk 
trustees, St. L.-S. F. for certificate of public convenience and necessit 
authorizing construction of connecting track near Cherokee, Craw 
ford county, Kan Application dismissed upon applicant's requ¢ 

No, 26596, Norcross Brothers vs. Pennsylvania, Warner Co, pé 
mitted to intervene 

Finance No. 10392, S. A. L. equipment-trust certificates. Applica 
tion dismissed upon applicant’s request 


No. 25220, American Lime & Stone C et al. vs Pennsylvar 
et al., and cases grouped therewith. Order of June 12, 1934, is mod 
fied so as to become effective December 20, 1934. 


REFRIGERATION COSTS CUT 


The Department of Agriculture in a statement about a 
change recently made in Dearborn’s Perishable Protective Tariff 
pertaining to the precooling of citrus fruits in California, de 
clares that the change will result in a saving to orange growers 
of California of upward of one million dollars annually in 
charges for refrigeration. The change was a reduction in the 
charge for precooling oranges by the carrier from $25 to $10 
a car. In part the statement said: 


The new rate of $10 a car for precooling applies to a method of 


refrigeration especially applicable to shipments moving in the spring 


and fall By this method oranges are precooled in the refrigerator 
cars at the place where trainloads are assembled. Cold air at a ten 
perature of about 25° F. furnished by a refrigeration plant operated 


by the railroads is blown through the cars until the temperature 
the fruit is reduced to about 40° F. This usually requires approx 
mately 8 hours. Then the car is tightly closed until it has cross¢ 
the hot desert region, after which the ventilators are opened to ad! 
the cool outside air In spring and fall this method maintains 
satisfactory carrying temperature for the rest of the trip to 
eastern seaboard 

It is expected that shippers will make rather general use in 
fall and spring of this cheaper way of shipping and will ther 
add materially to their annual savings, while continuing to deliv 
their oranges to eastern markets in satisfactory condition 





DROUGHT RELIEF RATES 

In amendments Nos. 31 and 32 to drought order No. 16, 
the Commission, by Commissioner Aitchison, has added counties 
in Arkansas and Montana to the areas from and to which car 
riers represented by L. E. Kipp, may publish drought reliel 
rates in a simple’and expeditious manner, on account of the 
emergency conditions. 

In amendment No. 33, to drought order No. 16, the Com 
mission, by Commissioner Aitchison, has added counties i! 
Arkansas, Illinois and Oregon to the area from and to which 
drought relief rates may be published. 
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VEGETABLE REPARATION 

ee ra ee of the law regarding pleadings, the appli- 

cation of the Commission’s tariff filing rules, and the admissi- 
ility of copies of receipted freight bills to prove the paying of 
freight bills in the absence of testimony by witnesses having 
personal knowledge of payments are explained and applied by 
Examiner T. Leo Haden in a proposed report in No. 21424, Shaf- 
ton Co, et al. vs. Florida East Coast et al., and the cases joined 
vith it as shown in th footnote to the caption of the prior report, 
i91.C. C, 551, as to reparation on fresh vegetables from points 
n Florida to Chicago under findings of unreasonableness in the 
rior report. Adoption of the report by the Commission will 
rovide those making out Rule V statements with guides for 
tuture cases. 

In the prior report, the original one, the Commission, by 
division 3, found that on shipments of fresh vegetables in stand 
ird packages, on and after November 1, 1927, at rates published 

conformity with Rule 56 of Tariff Circular 18-A, the charges 
lected were unreasonable to the extent they exceeded those 
vhich would have accrued at the lowest combinations in effect 
over the routes of movement, subject to the carload minima ap 
licable in connection with factors composing the combinations. 
lt was stated that if the actual weight of any shipment could 
iot be ascertained that an average weight of 50 pounds a pack- 
age for vegetables, not otherwise specified, and 70 pounds a pack- 
ige for celery should be used 

The Commission further found that the through rates ap 
licable to vegetables, N. O. S., were inapplicable to shipments 

beans and cucumbers in seven-eighths bushel packages; that 
the applicable rates were the lowest combinations over the 
outes of movement, subject to the minima applicable in con- 

tion with the factors of the combinations; and that ithe 
pplicable rates were unreasonable to the extent they exceeded 
those contemporaneously applicable on the like commodities in 
ne bushel packages or the rates therein found reasonable for 
egetables, N. O. S., whichever was lower. 

One of the questions was as to whether when a corporation 
ad succeeded another and no motion to substitute one corpora 
on for another had been made reparation might be awarded. 
Haden’s proposed answer is no. In such instances, he said, 

reparation should not be awarded. 

Failure to name the real members of a copartnership, Haden 
iid, was a mistake which could be corrected even after the 
nning of the statute of limitation Failure of a corporation 
rmed out of the members of a copartnership to amend the 

mplaint to make itself a complainant, Haden said, made it 
. mpossible to award reparation on shipments to the corporation. 
Haden recommended that reparation be awarded only in 
stances where original receipted freight bills were submitted 
witnesses not having personal knowledge of the paying or 
earing of freight charges. 
The examiner said that in computing reparation under find- 
ngs in the prior report complainants had used weights obtained 
vegetables under a join test developed in Railroad Commis- 
mers of Florida vs. A. & R., 177 I. C. C. 735, and, in many 
tances combinations based on points not intermediate via 
ites of movement, under supposed authority of Rule 55 (c) 
of Tariff Circular 20, formerly Rule 5 (b) of Tariff Circular 18-A. 
said the complainants interpreted the findings of unreason- 
bleness of rates published in conformity with Rule 56 (c) as 
thorizing the use of Rule 55 (c), by which they made lower 
mbinations. That rule, Haden said, might not be invoked under 
findings in the original report as there was no violation of 
aggregate of intermediates provision of section 4 where the 
ipments did not move directly through the points over which 
» combination was made. The examiner named the complain- 
ts to receive reparation and said the complaints of the others 
uld be dismissed. 


s PROPOSED REPORTS 
of Printing Paper 


he No. 26344, Mead Corporation vs. A. C. & Y. et al. By 
txaminer C. J. Peterson. Rates, printing paper (other than 


m vspaper), carloads, Kingsport, Tenn., te various points in 
in the New England states, New York, New Jersey, Delaware, 
cn Maryland, Virginia, Pennsylvinia, West Virginia, Ohio, In- 


na, Michigan, Iowa and the District of Columbia unreason- 
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able to the extent they exceeded or may exceed 27.5 per cent 
of the joint first class rates prescribed in the Southern class 
rate revision. Reparation proposed. Proposed that the Com 
mission further find that the rates will be unduly prejudicial 
for the future to the complainant and traffic from Kingsport, 
and unduly preferential of points in official territory, to extent 
the rates from Kingsport may exceed those contemporaneously 
maintained and applied from official territory points to the 
same destinations by percentage differences greater than those 
which would result from the maintenance of 25 per cent of 
the first class rates prescribed in the southern revision. Pro 
posed that the Commission further find that the assailed rates 
over routes through St. Paul, Va., and Bristol, Va.-Tenn., as 
the case may be, according as defendants participate in them 
and also in the rates from points in official territory to the 
same destinations, for the future will be unduly prejudicial 
to complaint and traffic from Kingsport, and unduly prefer- 
ential to points in official territory to the extent they may ex 
ceed the contemporaneous rate from Bristol and St. Paul by 5 
cents over Bristol, and 7 cents over St. Paul. Reparation pro 
posed to be denied on account of undue prejudice 


Oil Distillate 


No. 26417, Western Nebraska Oil Co. vs. C. B. & Q. et al 
By Examiner Harold M. Brown. Dismissal proposed. Carload 
rate, refined oil distillate, Parco, Wyo., to Dalton and Scotts 
bluff, Neb., on shipments between March 31 and April 4, 1933, 
not shown to have been or to be unreasonable 


Fruit and Vegetable Packages 


No. 26297, Leigh Banana Case Co. vs. A. & R. et al By 
Examiner Alfred G. Hagerty. Dismissal proposed Applicable 
rates, fruit and vegetable packages, including baskets and 
hampers, in straight or mixed carloads, and also on like a! 
ticles when in carloads with crate materials, Leigh, S. C., to 
locations in official and western classification territories, not 
proved to be unreasonable or otherwise unlawful. Maintenance 
and application of a tariff rule which governs the transpo! 
tation of fruit and vegetable packages from the southwest to 
points in official territory and between points in western clas 
sification territory, under which, for the carriers’ convenience, 
two small cars may be furnished in lieu of a single larger 
car not proved tm be unduly prejudicial against complainant 
in shipping like articles from Leigh to the same territories in 
circumstances where the transportation is not governed by a 
like two-for-one rule. 


Classes and Commodities 
No. 26222, Beatrice Chamber of Commerce vs. A. & W. et 


al By Examiner Leonard Way. Dismissal proposed Rates, 
classes and commodities, eastern points to Beatrice, Neb., and 
Topeka, Kan., higher than to Missouri River crossings, not 


unreasonable, unduly prejudicial or otherwise unlawful Com- 
plaint was filed September 25, 1933 


TERMINAL SERVICES 

Likening the sidetracks to industries to “a nation-wide sys 
tem of sidings producing line-haul revenues,” traffic managers 
of automobile manufacturers, joining with the National Auto 
mobile Chamber of Commerce, have filed exceptions and a brief 
in support thereof, to Director Bartel’s proposed report in Ex 
Parte No. 104, part II, terminal services of Class I carriers 
They were particularly interested in the charges that would be 
imposed for the spotting of cars at points within the factory 
enclosure of companies having systems of yard tracks, a point 
on which could be designated as an interchange track where 
transportation service at line-haul rates would end and addi 
tional charges would be imposed for services carriers might pe! 
form beyond the so-called interchange. 

Declaring that the railroads’ line haul rates had been fixed 
to include the service of placing cars for loading and unloading, 
the traffic managers of the automobile industry maintained that 
adoption of the proposal would render present rates unreason 
able and make them subject to a demand for readjustment. 

Cost studies of rail operations were cited as proof of the 
fact that the expense to the railroad of performing this “spot 
ting” service was not unduly burdensome nor was it unantici 
pated when the line haul rates were fixed, Moreover, the plac 
ing of cars within large plants is of great advantage to the rail- 





Sees 


~apsteiameaiipenees 


samp eeet wan 


ener one ome 


wt 


SM Se ee , 


ment ore 
= Sepiieetenaatatenngek 


em eT 


PAGE 264 





roads because it simplifies the collection of large volumes of 
revenue traffic, according to the traffic managers. 

The Commission was also reminded that any increase in 
the cost of rail service would encourage the use of trucks and 
waterways in the handling of automobile shipments. 

Another argument advanced by the automobile traffic man- 
agers Was that it would be unjust to add charges for spotting 
service because of the physical impossibility for the railroads 
themselves to provide spotting facilities for automobile fac- 
tories. In this connection, it was pointed out that the railroad 
sidings which had been supplied on factory sites assured less 
interruption of service than would be encountered in placing 
an equivalent amount of line haul business at any terminal 
facilities which the railroads might supply. 

“The railroads can offer no substitute for it as an alterna- 
tive to the proposed new additional charge,” the brief declared, 
“It is based on a rate-making practice as old ag the American 
railroads. It puts the railroad at the shipper’s door and in this 
respect is one of its greatest needs today.” 

The interest of the Chamber members in this problem is 
indicated, the traffic managers said, by the fact that the ship- 
ping and receiving of freight at their factories represented 
approximately 365,000 carloads of railroad revenue in 1933, In 
other years the number had been much greater, they added. 

The brief of the National Industrial Traffic League protests 
against the report of Director Bartel, in Ex Parte 104, on the 
ground that its adoption by the Commission would differentiate 
between the service accorded by the railroads generally to cars 
delivered at team tracks and individual side tracks, on the one 
hand, and cars spotted on particular tracks within the areas of 
large industries, on the other. The brief says that adoption of 
the proposals would open the way to the imposition of a special 
charge on such cars and that such an assessment would, in fact, 
be a spotting charge, 

The real point in the League’s protest is that such a charge 
would violate the principle that a single charge for the move- 
ment of a car covers the entire movement from the point of 
loading to the point of unloading. In addition, the brief says 
the proposals contemplate what is, in a sense, a discrimination 
against larger industries. In the case of the smaller industry, 
which accepts delivery at a team track or on a “simple” side 
track, no spotting charge could be assessed, whereas the more 
complicated network of tracks in the area of a larger industry 
would be amenable to such a charge. As a matter of strict fact, 
the brief insists, the former services are likely to be more costly 
to the railroads, since not nearly so large a volume of traffic 
originates or terminates at the smaller industries. 

Again, according to the League’s attorneys, the Commission 
itself and the Supreme Court have found, in numerous cases, 
that side tracks are not, in fact, private facilities and they find 
it difficult to conceive how such facilities can be adjudged private 
for the assessment of special spotting charges. 

Among other exceptions and briefs received were those from 
Allegheny Steel Co., Apollo Steel Co., Edgewater Steel Co., 
Oliver Iron & Steel Co., Page Steel & Wire Co., Pittsburgh Plate 
Glass Co., Timken Roller Bearing Co., United Engineering & 
Foundry Co., Weirton Steel Co, and West Leechburg Steel Co., 
in one document; Great Southern Lumber Co. and Gogalusa 
Paper Co., Inc., in another; Pacolet Manufacturing Co.: Spang, 
Chalfant & Co., Inc.; Forest Lumber Co.; Gulf, Mobile & North- 
ern in behalf of the service rendered by it to the Great Southern 
Lumber Co., the Bogalusa Paper Co., New Orleans Corrugated 
Box Co. and Union Bag & Paper Corporation, in one volume: 
and, the Gulf, Mobile & Northern and Yazoo & Mississippi 
Valley in another, in behalf of the services rendered by them to 
the Gulf States Creosoting Co. 

In the last mentioned brief, the railroad companies gave 
notice that they would make a formal application for reopening 


and rehearing in a short time unless the Commission should, 
as they said it could and ought, in the meantime, decline to 


adopt the recommendations of Director Bartel. The brief said 
that the industry had no witness at the hearing and that the 
railroad companies had only three days’ notice by wire from 
Atlanta, Ga., to prepare themselves. The industry was therefore 
not represented at the hearing. 

With respect to the service to the New Orleans Corrugated 
Box Co. and the Union Bag & Paper Corporation, the brief of 
the Gulf, Mobile & Northern said that, if the Commission should 
find that the present switching arrangements should be dis- 
turbed the effect would be to deprive the industries of a service 
which was obviously valuable to them without giving them an 
opportunity to be heard. The brief said the respondent, as the 
record stood, was obligated to perform the usual switching serv- 
ice for the two companies. 

The Forest Lumber Co. said that upon the record and upon 
the argument in this brief, the director of service should recom- 
mend to the Commission that it find the allowances to the 


The Traffic World 





Vol. LIV, No. 7 








lumber company by the Great Northern and the Southern 
Pacific for the services of the lumber company in transporting 
logs, lumber, and other forest products, were and for the future 
would be lawful. 

Also opposing the Bartel report, Spang, Chalfant & Co., Inc., 
pointed out that the report recommended that no spotting charge 
be made for “simple placement,” but that service in excess of 
simple placement be charged something in addition to the line 
haul rate. 

“These respective services are not definitely described,” said 
the brief. “However, from the detailed findings and recom 
mndations as to Spang, Chalfant & Co., Inc., and other industries, 
the proposed report evidently treats as ‘excess service’ spotting 
movements of as little as a quarter mile. If the proposed re 
port were adopted, the transportation charge would therefore 
be graduated to minutiae of service—a flat line-haul rate to one 
delivery, a higher rate to another delivery one-quarter or one 
half mile beyond. How that can be reconciled with rate mileage 
blocks of 20 miles and more, and with rate groups of 100 miles 
extent and upwards, is difficult to comprehend. Instead of being 
justifiable it would be one of the flagrant discriminations here 
tofore condemned in the Spotting Case, 34 I. C. C. 609.” 

The Pacolet Manufacturing Co. said the report should be 
revised into a finding that the existing arrangement was not 
unlawful but was an economical arrangement for the benefit o! 
the carrier in the public interest and involved compensation in 
part for performance in behalf of the carrier of transportation 
over the carrier’s track and with the carrier's equipment which 
the carrier was duty bound to perform or to have performed in 
its behalf as a part of its transportation service. 

Asserting that the director’s views are erroneous as to the 
carriers’ obligations under the line haul rate, the Great South 
ern Lumber Co. and the Bogalusa Paper Co., Inc., hold that 
the Commission should find that the case should be dismissed 
They said that if, for any reason, the Commission should decide 
otherwise, they asked that a further hearing be granted to afford 
not only them but the New Orleans Corrugated Box Co. and 
the Union Bag & Paper Corporation an opportunity to present 
additional evidence enabling the Commission to make a lawful 
finding. 

The Allegheny Steel Co. and those associated with it in the 
brief, said that if the proposed report were adopted inaugurating 
in this country the system of charges for spotting, it would be, 
as the Commission had already held in the proceedings involving 
the same questions, “revolutionary.” The reference was to what 
the Commission said in the Car Spotting case, supra, at pase 
616. 

“The problem of the railroads is not to be solved by harass 
ing shippers with curtailed service, especially in the realm of 
delivery service,” says the brief. “Trucks, for instance, are even 
now charged with having made substantial inroads on the ca! 
riers’ business. If the carriers had heretofore always had a 
spotting charge, they might well consider abandoning it now for 
the same reasons that have impelled store-door truck delivery 
by rail lines.” 

Continuance of opposition to the recommendations of Dire: 
tor Bartel was shown in a second lot of exceptions made publi 
by the Commission. 

The Standard Oil Co. of New Jersey said the placement 
services now rendered by the railroad companies were withii 
their obligations as common carriers under the established 
freight rates. There was neither testimony as to the facts no! 
previous decision of legal precedent as to the law, added the 
company, tending to support any other conclusion than that just 
stated. 

The Jackson Iron & Steel Co. said that blind justice drew 
no line between color or creed, large or small, rich or poor, 
skilled or unskilled, and that if justice, reason and logic took 
preference over unjustifiable, unreasonable, illogical and dis 
criminatory treatment of shippers there remained no question 
in its mind but that the Commission would not adopt this unusual 
method of increasing the revenues of the carriers. . 

Continental Motors Corporation and the Lakey Foundry & 
Machine Co. said that no inference in the interstate commerce 
act or lawfully published tariffs attempted to define or make 
any distinction between “complex” or “simple” switching or 
spotting of cars and that any such steps now would be a ste? 
backward and not in the interest of either the carriers or (the 
shippers. 

The urged that the pro 


Kansas City Power & Light Co. 


posed report be not adopted and that the present existing ar 
rangement be approved and continued in effect. 

The Wisconsin Paper & Pulp Manufacturers’ Traffic Ass0- 
ciation said the Commission should disapprove the general find: 
ing of unlawfulness of rendering transportation service withoul 
extra charge therefor beyond the team track or its equivalent, 
or the payment of allowance therefor. 


The Commission, it said, 
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hould continue to administer section 15 (13) as to individual 
industries in accordance with the course that had been approved 
repeatedly by the Supreme Court. It contended that that course 
was in accordance with the expressed will of Congress. 

The Pulp & Paper Traffic League said that it was indisput- 
able that in so far as this report found unlawful even the rates 
or services at the mills represented by it, paid or performed in 
trict compliance with the statute and the decisions, the report 
was contrary to the law and the facts. 

The Humble Oil & Refining Co. moved the Commission to 
reject the report in its entirety and to direct the preparation 
of a new one which would correctly interpret the evidence and 
dismiss the proceeding without any change in the established 
railroad practice. 

According to the Wheeling Steel Corporation carrier service 
was not as flexible or as frequent as motor service and it was 
necessary that the rail carriers be permitted to perform a service 

; similar as possible in order to hold business moving by rail 
ipon which there might be granted a terminal allowance. 

The Cotton Manufacturers’ Association of South Carolina 
aid that in the absence of definition of what should be inter- 
preted to be a reasonably convenient interchange point, the 
Bartel proposed finding should be stricken, or if continued, that 
it be clarified specifically to provide that nothing should be con- 
idered as a condemnation of the ordinary and usual practice 
of carriers in making placement of cars on private or assigned 
sidings where such placement was in effect equivalent to and 

ibstantially the same as a simple switch movement. 

The Gulf Refining Co., Pure Oil Co., and the Texas Co., 
ubmitted that the report as a whole should be disapproved and 
that the sections which dealt with their refineries or plants 
hould be rejected. 

The Lake Superior & Ishpeming Railroad Co., Minneapolis, 
St. Paul & Sault Ste. Marie Railway Co., Duluth, South Shore 
& Atlantic Railway Co., Northern Pacific Railway Co., Chicago, 
Milwaukee, St. Paul & Pacific Railway Co., and Chicago & North 
Western Railway Co. said the iron ore traffic might fairly be 

iid to be sui generis, wholly unrelated to terminal services 
commonly understood and dealt with in the proposed report. 

There was no reason, they said, why principles deemed appli- 
ble to other situations should be applied to the dissimilar cir- 

cumstances and conditions presented by the ore traffic. 

In the view of the Pittsburg Steel Co. (Allenport plant). the 
examiner’s report, if adopted by the Commission would upset a 
ong established custom and would add a burden upon the in- 

ustries affected thereby at a time when such a burden could 
t be borne by the industries now struggling painfully toward 
dDusiness recovery. 

If the Pittsburgh Steel Co. and Monessen Southwestern Rail- 
way Co., Monessen plant, are not allowed to receive the allow- 
nees from the Pittsburgh & Lake Erie and the Pittsburgh & 
West Virginia, the former will be discriminated against in favor 

other industries of a similar character, says the brief in 
behalf of those companies. 
| The testimony adduced affords no basis for criticism of 
e arrangement or condemnation of the allowance, according 
the Louisiana Development Co. It added that the proposed 
report Was erroneous and should not be adopted by the Com- 
ssion. 

The Indiana States Chamber of Commerce said the Commis- 

in should find that there was little if anything wrong in the 
i ictice of the carriers in the rendition of spotting services 
r in the paying to industries of reasonable compensation for 
performing them where the industries did not actually refuse 
permit the carriers to do so. 


Alleging that the finding recommended by Director Bartel 
; not supported by the facts or the law, the Gulf States Creo- 
ting Co. said the recommendations should not be adopted 
the report of the Commission. 
The A. E. Staley Manufacturing Co. excepted to the pro- 
posed report in that the director ignored a large number of 
e decisions of the Commission and of the courts, which, he said, 
were at variance with the director’s conception of what ought 
be the law for proper railroad transportation usage. It de- 
ired that he had placed emphasis on decisions which had 
been overruled by the Supreme Court and by the Commission 
itself. 


u 


1 


Time Extended 


At the request of a number of the parties interested in 
) Director Bartel’s report, the Commission has extended the time 
r for filing exceptions to it, from August 15 to August 22. On 
‘ccount of that extension it is suspected the stream of excep- 

) ons will continue for some time to come. 
1 The Philip Carey Manufacturing Co., opposing the main 
it Proposition laid down by Director Bartel, said that the Balti- 
t, More & Ohio had not shown that the increased rates or charges 


Which would result if the line haul rates were not to include 
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the spotting service at its plants would be just and reasonable; 
that it was obligatory upon that carrier to perform spotting 
service at that plant either by itself or an agent without an 
addition to the line haul charge. It said that if the Commission 
were to find that the line haul rates should not include the spot- 
ting service at the Carey plant, the provisions of sections 2 
and 3 of the interstate commerce act required the Commission 
to find that the spotting service at private sidings and team 
tracks generally and particularly those served by the B. & O. 
at points within the switching limits of Cincinnati, especially 
at the plants of the Richardson Co. at Lockland, O., and the 
Procter & Gamble Co, at Ivorydale, O., and at its Plum Street 
team track should not be contemporaneously included within 
the line haul rates. 

The Magnolia Petroleum Co., also opposing the Bartel report, 
said the carriers were in duty bound to perform the services; 
that those performed for the Magnolia Co. were lawful and that 
the practices of the carriers were consistent with economical 
and efficient management. 

The Shell Petroleum Corporation said there was no justice 
to anyone in the present arrangement and suggested that it 
was not wise or expedient to attempt a change. 

Endorsing in full the exceptions and brief filed by the 
National Industrial Traffic League, the Rubber Manufacturers’ 
Association, Inc., requested the Commission to reject the pro- 
posed report and find the present tariffs and practices respect- 
ing all phases of terminal service embraced in this proceeding 
were lawful. 

The Youngstown & Northern Railroad Co. said it owned its 
right-of-way and had team tracks at three locations accessible by 
public highway, of which tracks considerable use was formerly 
made though little use was now made because of business con 
ditions, It said that Director Bartel should have found as a fact 
that the Y. & N. was a common carrier. The railroad referred 
the Commission to the argument on facts and law to the briefs of 
the Carnegie Steel Co. and the Duluth, Missabe & Northern. 

The Commission should find, said the Youngstown Chamber 
of Commerce, Republic Steel Corporation, Sharon Steel Hoop 
Co. and the Youngstown Sheet & Tube Co., that the present 
practices of the carriers with respect to the performance of 
spotting services on systems of plant tracks were in conformity 
with the law and that the payment of spotting allowances in 
lieu of the performance of the service was in accordance with 
efficient and economical management and not unlawful. 

The Pittsburgh & West Virginia Railway Co. said that 
should the Commission, in disregard of these exceptions, adopt 
the examiner’s recommendations, it respectfully submitted that 
in view of the many years the allowances had been treated as 
perfectly lawful and the fact that financial injury would surel) 
follow to the Pittsburgh Steel Co. and subsidaries, and to the 
P. & W. V. and P. & L. E., the allowances should not be dis- 
continued until the Monessen Southwestern obtained the neces- 
sary authority to engage in interstate commerce (the Monessen 
Southwestern being an industry road) and the Pittsburgh Steel 
Co. and its subsidiaries thereby placed in the same position as 
competing great steel plants in the Pittsburgh district and else- 
where, 

The Snoqualmie Falls Lumber Co. said that the switching 
at its plant was not complex, but was an “ordinary simple 
plant” and that operation by the respondents on the lumber 
company’s tracks would not be slower or otherwise more diffi 
cult than customary. 

According to the J. Neils Lumber Co., Director Bartel’s 
recommendation that the switching allowance made by the Great 
Northern to it should be declared unlawful, should be dis 
approved. 

Certainly on the basis of the evidence presented, said the 
St. Louis South Western, there was no basis for a finding that 
allowances made to lumber, sand and gravel companies by it 
were unlawful. 

Adopting the discussion of law filed by the Nrtional Indus- 
trial Traffic League, Kingan & Co. submitted a statement of a 
particular situation at Indianapolis with the request that it be 
given special consideration and not engulfed by any general 
finding resulting from the flood of testimony taken in this pro- 
ceeding. 

There is no question but that a carrier has the right to 
elect whether it will perform terminal switching, says the 
Southern Pacific, and when it elects to do so the industry must 
keep its tracks in suitable condition but there is no logic nor 
reason for carrying that rule to a situation where the carrier 
has exercised its definite election not to perform the switching 
and has made an agreement in good faith and with the eco- 
nomical justification to have that switching performed by the 
industry. 

Carriers in trunk line and central freight association terri- 
tories said that the adoption of a rule for the future such as 
recommended by Director Bartel would not only invade the 
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legal right of carriers to include the service of spotting on line 
haul rates but also invade managerial discretion, impede effi- 
cient operation, handicap the railroads in their competition with 
other forms of transportation and result in a further depletion 
of carrier revenues, 

The American Bridge Co., American Sheet & Tin Plate Co., 
Carnegie Steel Co., American Steel & Wire Co., and National 
Tube Co., referred to the Commission’s declaration in Car Spot- 
ting Charges, 34 I. C. C. 609, that “To now add a charge to the 
line haul for that (spotting service) would be revolutionary.” 

“If such action would have been ‘revolutionary’ in 1915, it 
would be far more revolutionary today when for seventeen addi- 
tional years the applicable rates and charges have been con- 
strued by both railroad and shippers, in reliance upon the car 
spotting charge case as covering the service of placement of 
cars at industrial plant,’ added the brief. 

“The director’s report is not only basically erroneous,” says 
the Gulf, Colorado & Santa Fe, “but he has misconceived and 
misapplied the law to factual situations as they exist at each 
respondent’s industries. The Commission should, therefore, 
reject the examiner’s recommendations, and it is so prayed.” 

The Cleveland Quarries Co., speaking of what the carrier 
serving it had done, said the carrier had chosen the industry 
to do the switching and that that arrangement was mutually 
satisfactory, conduced to economy and efficiency and should 
not be disturbed. 

The Pennsylvania and the Wheeling & Lake Erie said they 
insisted that the director’s finding “that under the circumstances 
under which the allowance was granted and its continued pay 
ment afford reasonable ground for belief that the Elkins Act is 
thereby violated,” was without support in the record for the 
reason that the facts and circumstances under which the allow 
ance was granted were entirely lacking of record and were 
unknown to Director Bartel. 

Adopting exceptions made by the American Petroleum In- 
stitute and by the National Industrial Traffic League, the Mexi 
can Petroleum Corporation asked the Commission to disapprove 
the recommendations of the proposed report both as to the 
refinery at Destrehan, La., and as to the general findings and 
conclusions. 

Summing up their exceptions into a conclusion, the Culver 
& Port Clinton Railroad Co. and the United States Gypsum 
Co, said it was in the interest of economy for the trunk line 
carrier, New York Central, to have the plant facility perform 
the terminal service. They added that the terminal service was 
a duty in connection with the trunk line haul which the trunk 
line carrier could not avoid. 

The Celotex Co, said that, so far as its industry was con 
cerned, the practices of carriers affecting operating revenues 
or expenses, the subject of the Commission’s Ex Parte 104 pro- 
ceeding, had not been proved to be unlawful and that the 
Commission should so find. 

The Worth Steel Co. asserts the general conclusions in the 
proposed report are erroneous, It declares that the allowance 
to it is proper and lawful. 


REDUCED PASSENGER FARES 

The Commission, on petition of the Chicago & North 
Western and other carriers, to enable the applicants to continue 
their experiment with reduced passenger fares, by order, not 
report and order, has further suspended its order of May 3, 
1921, in No. 12085, in the matter of intrastate rates, fares and 
charges of the Chicago, Milwaukee & St. Paul Railway Co, and 
other carriers in the state of North Dakota, to and including 
September 30, 1935. Like action has been taken by it in No. 
11860, in the matter of intrastate rates and fares of the Chicago, 
Burlington & Quincy Railroad Co. and other carriers in the 
state of Montana, upon petition of the Chicago, Milwaukee, St. 
Paul & Pacific Railroad Co., as to the order of January 11, 1921. 


PASSENGER FARE INQUIRY 

State commissioners have selected representatives to sit 
with the Commission in No. 26550, passenger fares and sur- 
charges, as a cooperating committee of eight in the conduct of 
the inquiry. They are as follows: Eastern rate group—Nelson 
Lee Smith, chairman of the New Hampshire commission, and 
Alexander Mahood, a member of the West Virginia commission; 
southern rate group—-Hugh White, president of the Alabama 
commission and Sam C. Blease, member of the South Carolina 
commission: western rate group—Andrew R. McDonald, a mem- 
ber of the Wisconsin commission, and Ernest O. Thompson, a 
member of the Texas commission; and Mountain Pacific group 
-J. F. Shaughnessy, chairman of the Nevada commission; and 
BE. K. Murray, director of the Department of Public Works of 
the state of Washington. J. D. Lamb, a member of the New 
Mexico commission, was elected as alternate to Mr. Shaughnessy, 
and Thomas E. McKay, a member of the Utah commission, was 

elected as alternate to Mr. Murray. 
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CONTAINER SPECIFICATIONS 


Treating Coordinator Bastman and Charles E. Bell, his 
executive and traffic assistant, almost as roughly as Messrs 
Kastman and Bell handled the railroad regional coordinating 
committees in the matter of container specifications as factors 
in the creation of loss and damage claims, the American Veneer 
Package Association, by Robert W. Davis, its secretary, in an 
answer to Mr. Eastman, asserts that the latter is not justified 
in the action he proposes, issuance of orders, unless he considers 
the entire matter of freight claims on fruits and vegetables 
rather than the detailed subject of container specifications and 
loading rules. (See Traffic World, July 28, p. 143.) 

“Discussion of the various reports and recommendations and 
consideration of claims on fruits and vegetables which take 
into consideration the question of container specifications and 
loading rules is hardly a consideration worthy of the name,” 
says-the letter to Coordinator Eastman. “It only scratches the 
surface and dodges the real isShe. Mr. Charles E. Bell, in his 
memorandum report, has not fully appreciated this fact. Neithe: 
have the railroads in their report. The trouble with these 
reports is that they do not go far enough to get to the real 
issues involved. If claims on fruits and vegetables are to be 
further reduced a very detailed study must be made of all 
phases of the question.” 

Throughout the answer the points are made that specifica 
tions are not sufficient, in fact, that they should not be made 
s0 precise and detailed, but that there should be inquiry as why 
shippers load as they do and why railroads pay the claims they 
honor. The intimation is that the railroads, by paying loss 
and damage claims, are taking steps to buy or retain traffic and 
that that method of obtaining and retaining traffic is provided 
for by the lack of adequate policing of such traffic by the cai 
riers. As indicating the nature of an inquiry to be made, Mr 
Davis says: 


For example: (1) Why is it that the payments some time ago 
the official classification territory were almost 6 times the claims paid 
per car for the rest of the United States on certain representative 
shipments of fruits and vegetables from the Pacific Coast? (2) Why 
is it that generally the-larger claims per car on fruits and vegetabl 
are filed in the larger cities? (3) Why has it been necessary for th 
railroads in New York City to go into the produce business to reduces 
the claims filed there? (4) Why has it been necessary for the Burea 
of Inquiry of the Interstate Commerce Commission to make investiga 
tion &nd prosecution of case after case of fraud on fruit and vegeta 
ble shipments? (5) Why has it been necessary for the Director 
Service to be called in on the question of billing weights in Texas? 

Certainly the above concern other matters than container spe 
fications and loading rules and represent only a few of the considera 
tions. that are involved in this discussion. If a national organizatior 
or committee is to be set up similar to the National Perishable Con 
mittee recommended by Mr. Bell, it must consider the question of the 
claim together with all of the causes and possible remedies and es 
tablish uniform rules and regulations for the payment of those claims 
by the railroads This procedure has already been started by the 
Freight Claim Division of the A. R. A. The criticism of the work t 
date has been the lack of proper coordination between various de 
partments of the railroads on Freight claims, also the dwelling by 
the Freight Container Bureau on non-essentials and minute specifi 
cation details of each part of the packages without having in mind 
only those requirements which are necessary for a reduction of los 
and damage. 

It is true that within the last few years that the railroads have 
made great strides in reducing claims but if this work is to continue 
successfully it is going to require much more scientific handling thar 
it is now receiving. 

The national committee should decide among other things (1) 
What constitutes a broken package on which the railroads would lh 
called upon to pay a claim. (a) Was it the fault of the shipper or the 
railroad company—Was proper care taken in nailing together the box 
or crate shooks, was proper care taken in the loading and packing of 
the shipments—Was inspection made by railroad at origin as well as 
at destination?—Was it a normal transportation hazard upon which the 
railroads should be called upon to pay? (2) Adequate inspection at 
both shipping point and destination by unbiased inspectors. (3) Es 
tablishment of standards for the payment of freight claims whic! 
standards are enforceable. 

On all freight claims there should be a detailed inspection beforé 
payment of claim, which reports should be subject to review, The 
matter of policing should be in the new inspection bureaus which 
have been recently established with penalties for non-observance of 
the rules. As long as it rests with individual carriers, rebates through 
claim payments will swell the loss and damage claim payment totals 

It is recommended that the work of the Freight Claim Divisior 
and the Freight.Container Bureau of the A. R. A. and the new fruit 
and vegetable inspection service which was recently organized b« 
consolidated into a new organization known as The National Per- 
ishable Freight Claim Committee. 


The association said it wished to take issue with Mr. Bell's 
statement “that the railroads are paying millions of dollars 
caused by the use of inferior and unsafe containers.” It said 
there seemed to be a feeling in some circles that the container 
was at fault for a large share of the loss and damage on fruits 
and vegetables and that if proper specifications were set up for 
the containers that the largest part of the fruit and vegetable 
claims would be eliminated. It added its belief that that claim 
was entirely erroneous and could not be justified by any proper 
study of the subject. 

Improper packing, especially packing so as to produce 4 
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big bulge in the package so as to avoid paying for unused space 
n cars carrying too high minimums and wholly lacking of 
dequate inspection at point of ofigin, on account of the compe- 
ition among carriers, were suggested by Mr. Davis as causes 
f loss and damage claims. He said the manufacturers of con 
ainers would be glad if the railroads prescribed a test for 
veneer package such as the Mullen test for fiber containers, 
“A great need at present, perhaps the greatest,” says Mr. 
avis, “is to classify the causes of loss and damage and com 
le statistics over a test period to determine to what extent 
ach of such causes contributes to the total claim payments.” 
Mr. Davis said there should also be established an advisory 
board of container manufacturers, national fruit and vegetable 
ipping organizations, such as the American Fruit and Vege 
ible Shippers’ Association, Western Fruit Jobbers, International 
pple Association, National League of Commission Merchants, 
Vestern Protective Association, and other national and regional 
uit and vegetable shipping associations and cooperatives, the 
terstate Commerce Commission and the Department of Agri 
ilture, especially its representatives on package standardization 
ind other interested parties 


EQUALITY IN REGULATION 
W. C. Nichols, traffic manager, the Shellabarger Mill and 
Klevator Company, Salina, Kansas, has written the following 
etter to Louis M. Howe, secretary to President Roosevelt 

‘An article appearing in the March 38, 1933, issue of thé 

\merican Magazine, entitled ‘Here’s Howe,’ is responsible for 
this letter. In the beginning let me say that articles of this kind 
ually should be taken with a grain of salt, but in this case | 
m inclined to the belief that there really is something between 
ourself and the President besides politics, and especially am I 
nterested in the statement made in this article to the effect 
that ‘you are the only living man who can persuade President 
Roosevelt to change his mind.’ Do not believe that the subject 

lich I have in mind will require any change of his personal 
pinion, but it will require a radical change of policy. 

“Il realize fully that it would be impossible to take care of 
of our ills in the rush of putting into effect so many new 

ures, and in changing so rapidly the forms and ideals of 
vernment What I cannot understand is, why, in making all 
the changes which appear to be necessary—the legislation 
iich obviously is the most important to the country at large 
left untouched. 

The problem I have in mind is one of transportation. This 
both a social and economic problem. The plight of the rail 
rriers is an economic problem and is, of course, due largely 
the depression Many other things, however, affect the rev- 
ie of the railroads, which are not in any way connected with 

depression. The social phase of the problem comes through 
abandoned trackage of railroads all over the country—Kan 
being a very good example. During the past two years the 
carriers of Kansas have received authority from the Inter 
te Commerce Commission to abandon approximately 508 miles 
trackage. When it is realized that 52 per cent of railroad 
ixes go to the support of our public schools, and that in the 
ar 1931, $4,648,340 of railway taxes went to the support of 
r public schools, the continued abandonment of railway track 
e is indeed alarming, I know that the President recognizes 
condition because in his Salt Lake City speech he said: 


Che problem of the railroads is the problem of each and every 
f us No single economic activity enters into the life of every 
dual a much as do these great carriers The President als« 
le this statement in the same speech, “I advocate the regulation 
the Interstate Commerce Commission of competing motor carriers 
\ re rail service should be upplemented with motor service to pro 
the public interest, the railroads should be permitted in this 
er to extend their transportation facilities Indeed they should 
ouraged to modernize and adapt their plants to the new needs 
. changing world.” 
ol “This, of course, is a recognition of the need of an adequate 


system of transportation, but it is hard to understand why, in 
aking the above statement, he did not also mention other 
rms of competition with which the rail carriers have to con- 
tend. When I say other forms of transportation, I mean speci 
ally waterway transportation. There is no reason, logical or 


erwise, for imposing the strict regulations of the Interstate 


° Commerce Act upon the rail carriers, and at the same time allow- 
ie the waterway carriers, and the highway carriers too, to op- 
id erate unrestricted without any regard for public convenience 
er necessity. Waterway and motor carriers make rates at their 
its and pleasure, which has so badly disrupted business for 
or past three or four years that everything is in utter con- 
ple on. 
~~ Again, there is no logical reason for the,government putting 
er lions and millions of dollars of government funds into these 

. ind waterways When it is con’mon knowledge that this method 


transportation can never be as economical as rail transporta- 
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tion (all arguments by General Ashburn to the contrary not 
withstanding This is definitely proven in the operation of the 
Inland Waterways Corporation since 1924, and the fact that it 
has been impossible to interest private capital in the operation 
of this enterprise due to the fact that it has lost approximately 
$7,000,000 since iis organization in 1924, Of course, it is claimed 
that there is a substantial net income from June, 1924, to Septem 
ber, 1932, but no private business could use the figures by 
which this sum is arrived at. If these inland waterways were 
operated by private concerns, so many charges not taken into 
consideration in computing the profit such as annual interest 
on money invested in equipment and in construction, cost ol 
maintenance, depreciation, taxes on real estate, property and 
equipment, insurance, etc., very soon would demonstrate whether 
or not this method of transportation was economically sound 
Why, then, does the government insist upon its continued opera 
tion at the expense of the public at large? 

“I appreciate the fact that it is very simple to sit on the 
side lines and criticize. I cannot even visualize the almost impo 
sible task which confronted the President on inauguration day, 
and I have no doubt that he has tried honestly and conscien 
tiously to put through legislation which he thought the most im 
portant and that would do the greatest good to the greatest 
number I do think, however, that first and foremost is the 
need for regulation of all methods of transportation, including 
waterway transportation, and that if such legislation were 
inacted it would do more to stabilize business than any othe 
one thing that could possibly be accomplished. 


“Coordinator Eastman, on March S9th last, turned over to the 
President his recommendations which would accomplish the very 
thing needed. In going over his recommendations there is no 
doubt but what he made a very exhaustive study of the thing, 
and those having to do with transportation find it very hard to 
understand why the President has not even commented on M1 
Eastman’s recommendations since they were passed to him 
Why does the government find it necessary to subsidize any 
form of transportation, or conversly, why do they not subsidize 
all forms? 

“You may wonder why an industry located out in the middle 
of Kansas should in any way be interested in waterway trans 
portation. The answer to that is very simple. Until a few years 
back the general public had the idea that any form of tran 
portation that could compete with the railroads was perfectly 
O. K. As a matter of fact anything that could compete with 
the railways was encouraged under the assumption that the 
rail carriers had a monopoly on all transportation, and every 
thing that could be done to break it up was for the public good 
Undoubtedly the government shared that view when they inaugu 
rated the Inland Waferways Corporation's program That atti 
tude has changed, however, and there is now a realization that 
only with a balanced rate structure such as is maintained by 
the rail carriers through legislation can business function nor 
mally. The failure of the government to recognize this need 
and to legislate accordingly is hard to understand. It is harder 
to understand because of what it has actually done to the largest 
industry that Kansas has—the milling business 


“It is hard to believe that a mill located on the Pacific Coast 
can completely shut us out of markets around New York and 
Boston, and along the entire Atlantic Seaboard, but this is an 
actual fact. I am speaking now of intercoastal waterway opera 
tion, which is operated by private concerns but they are not in 
any way regulated as are the rail carriers. These boats actually 
haul flour from the Pacific Coast Ports, such as Portland, Ore 
gon., to Boston and New York at rates so much lower than the 
rail rates prevailing from Kansas to the same points, that the 
Kansas miller has been practically shut out of these territories 
The eastern market is the largest consuming market in this 
country, as you know, and the loss of such territory is a real 
blow. If these water rates were actually brought up to the level 
to which they should be, or the rail carriers were permitted 
to lower their rates in order to meet this sort of competition, and 
then both systems of transportation regulated equally, we are 
confident that we could compete with any other milling territory 
in the country. Under present conditions that is impossible 
Bearing in mind what has been said about the intercoastal 
carriers, we turn now to the inland waterways carriers and 
their effect upon us. The barges at the present time are carry 
ing grain and grain products at rates impossible for the rail 
carriers to meet, because, in the first place, the Interstate Com 
merce Commission will not permit it, and in the second place, 
were it not for the funds allotted to the operation of this wate: 
way by the government it would be impossible to continue op 
eration at the low rates assessed, Not content with what has 
already been done to the interior millers, the barge lines now 
propose to publish rates from New Orleans to Memphis, St. 
Louis, Peoria and Chicago, on wheat originating on the Pacific 
Coast so low as to actually put us out of these markets. A 
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glance at the map will give you the geography of the thing. 
Is it possible that the government would subsidize transporta- 
tation to the extent that a mill in Kansas would be deprived of 
a market such as Memphis, Tennessee, in order that a mill on 
the West Pacific Coast in Oregon or Washington should profit 
thereby? When we say St. Louis and Memphis, we do not 
necessarily mean those points alone, but if these rates actually 
go into effect, which it now appears they will, this wheat which 
will move into these points by way of the Panama Canal and 
the barge lines, will be milled and reforwarded to the whole 
eastern and southeastern territory, and we only have small por- 
tions of those territories left to us, and these will be taken 
away. 

“Why must the government continue such a destructive 
policy? Interior business has a right to live, and with anything 
like an even break they will live, but we cannot compete with 
government money. 

“The subject of regulating water transportation has always 
been a political football, not only by this, but past administra- 
tions as well, but surely the time has come when it should be 
treated as a question of the most vital importance, Does it 
not appear that way to you? 

“Our greatest hope is that this administration will break 
all precedent and not only get out of the transportation busi- 
ness entirely, but pass legislation that will regulate equally all 
forms of transportation to the end that business may really 
have a chance to function on a normal basis. I want you to know 
that I am not authorized by my company to write you in this 
manner—-I am simply doing it on the theory that my bread and 
butter actually comes from the milling business, and if the mill 
is forced to shut down, naturally the pay check stops. Purely 
selfish, I guess you would call it, but I rather think that Kansas 
interests do not ask anything of the government but an even 
break, and I believe they have a right to expect it. I do not 
know that it is necessary for the President to change his mind 
on any of the subjects mentioned. Possibly he agrees with every- 
thing that has been stated above; however, if he does not, and 
some persuasion is necessary, I trust that the article which | 
mentioned as appearing in the American Magazine was correct 
in that you are the man who can persuade him to change his 
mind. If that is accomplished then I shall believe that there 
really is something in this administration aside from politics.” 


RAIL RESEARCH WORK 


Dr. C. S. Duncan, economist of the Association of Railway 
Executives, will have supervision of the research work to be 
undertaken by the association under the plan for making a more 
intensive study than has heretofore been made of competitive 
transportation agencies, approved at the recent Atlantic City 
meeting of the association (see Traffic World, July 21, p. 97). 
In an announcement made after that meeting it was stated that 
the study would be made with “a view to ascertaining facts which 
would enable the railroads better to appraise the force of this 
(competitive) competition and to take steps to meet it.” 

R, J. Littlefield, superintendent of motor service, Pennsyl- 
vania Railroad, will be regional director in charge of the work 
in the east. Robert S. Henry, assistant to the vice-president 
in charge of traffic of the Nashville, Chattanooga & St. Louis 
Railway, will be regional director for the south, and Joseph H. 
Hays, counsel for the Western Association of Railway Execu- 
tives, will be regional director for the west. 


GOVERNMENT IN BUSINESS 


Quoting Norman Thomas, the Socialist party leader, on the 
front page and the late Thomas A. Edison on the last, the 
National Coal Association has issued its first pamphlet in its 
campaign against the hydro-electric power program of the gov- 
ernment (see Traffic World, August 11). 

“The TVA is the only genuinely Socialistic project in the 
new déal—a beautiful flower in a garden of weeds,” is the quota- 
tion attributed to the Socialist party leader. 

“The government never really goes into business, for it 
never makes ends meet,” says the Edison quotation, in part. 
“And that is the first requisite of business. It just mixes a 
little business with a lot of politics and no one ever gets a 
chance to find out what is actually going on. ... The first 
and best source of power is coal. We can probably use 
coal at our present rate (1929) for a thousand years or so 
without any danger of exhausting our supply, and it is highly 
improbable that we know our supply... .” 

One of the striking things in the pamphlet is a map, under 
which runs the legend “the spread of the plague of wasteful 
water power promotion.” It shows the nine proposals to which 
money estimates have been attached, including the Boulder Dam 
project begun years ago. It also shows the St. Lawrence project, 
the Monongahela River Basin idea, concerning which no mone- 
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tary estimates are shown, and the Wabash Valley Authority 
for which Congress has been asked to appropriate $60,000,000 

The legends on the map show that the proposals, other than 
the St. Lawrence, Wabash Valley and Monongahela River Basin, 
are to provide water power in areas where there is an existing 
plant capacity of 47 per cent in excess of market demand 
Those areas, if and when the proposed plants were completed 
according to the pamphlet, would have a total excess of capacity 
of 66 per cent. The pamphlet estimates the cost of Boulder Dam 
and TVA, which includes Muscle Shoals and accessorial projects, 
to $904,000,000. It captions the page containing that estimat: 
“a billion dollars in pursuit of an idea.” 


ADVANCE IN FREIGHT RATES 

Final touches were understood to have been given to the 
proposal the railroads expect to take to the Commission in an 
effort to obtain increased revenue to meet additional operating 
costs that will fall on them next year as a result of the last 
session of Congress and the “new deal,” at a meeting which 
began August 16 in Chicago, of the committee appointed by) 
the Association of Railway Executives to put the petition into 
shape. (See Traffic World August 11, page 214.) The Chicago 
meeting followed one in New York August 14, at which various 
matters were understood to have been ironed out and was mainly) 
for the purpose of attempting to get cooperation from com- 
peting and shipper interests. Representatives of The National 
Industria] Traffic League, inland waterway operators, and the 
Canadian railways, were invited in and the genera] features of 
the proposal were discussed with them. It is understood an 
effort was made to obtain an agreement with the Canadian 
lines and the waterways that they would make proportionat« 
increases in rates competitive with those to be increased b) 
the railroads and that the League representatives were sounded 
out as to their attitude toward the railroads’ effort to obtain 
the additional revenue. About fifteen shippers were included 
in the League group that met with the carriers’ committee 

The meeting was expected to end this week with the pros 
pect that the railroad petition would reach the Commission 
within a couple of weeks. 


COMMISSIONERS MOVE 


The Trafic World Washington Bureau 


Chairman Lee, Commissioners McManamy, Mahaffie, and 
Splawn, on August 15, began the flight of commissioners to the 
Commission’s quarters in the new Interstate Commerce Com 
mission building, located in the heart of the district at Twelfth 
Street and Constitution Avenue that is being covered with gov 
ernment buildings between the capitol and the White House, 
concerning which there had been months of speculation. The 
time of the moving of the Commission was made uncertain by 
delays incident to the construction of large buildings, including 
many disputes between labor unions and a few strikes. 

At the time the four mentioned piled into moving vans it 
was planned that the next wave of commissioners should be 
composed of Commissioners Meyer, Aitchison and Porter, with 
the others trailing as the gods of the moving vans might find 
it convenient, all, however, within the week following the going 
of the first four. 

Joseph B. Eastman, as coordinator, was the first to move 
He went as coordinator, leaving behind Examiner Howard Hos 
mer, to represent his staff as a commissioner. Since he went 
to the new quarters the movers, for weeks, have been carrying 
the records, books and furniture of the regulating body to the 
new building. The new structure, when the commissioners 
began moving, was more nearly complete than was the White 
House when John Adams moved into it and Abigail, his wife, 
hung the family wash in the unfinished east room thereof. 


IMPORTED WOODPULP 


Some of those interested in the proposed increased rates 
on imported woodpulp, suspended in I. and S. No. 4016, on ac 
count of a letter written to the Commission by A, S. Knowlton 
attorney for eastern railroads, believe that that proceeding will 
not come to trial because the railroads will decide to withdraw 
their proposal (see Traffic World, July 21, p. 95). Hearing on 
the issue in that proceeding, first set for September 6, before 
Examiner Berry, at the request of Mr. Knowlton, has been post 
poned until October 2. 

In that letter Mr. Knowlton said that at a meeting of the 
defense committee of the railroads it appeared that a probable 
course of action would be to ask the Commission for sixth sec- 
tion permission to cancel out the tariffs under suspension, The 
matter, he added, could not be finally decided until it wag pos 
sible to convene a meeting of the traffic managers of the rail- 
roads after they became available for action on the matter after 
September 1. It was he who suggested postponement of the 
original date set for it. 
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RAIL PENSION LITIGATION 


The Trafic World Washington Bureau 


Attacking the constitutionality of the railroad retirement 
ct, otherwise referred to as the railroad pension act, a great 
majority of the Class I railroads in the United States, the Pull- 
man Company, and express companies, in a suit filed in the 
Supreme Court of the District of Columbia, August 13, asked 
that the Railroad Retirement Board and the members thereof 
be restrained and enjoined from taking action affecting the 
plaintiffs, and that the act be declared void and of no effect. 

The bill of complaint, entitled “The Alton Railroad Com- 
any and others, plaintiffs, vs. Railroad Retirement Board and 
Murray W. Latimer, John T. Williamson and Lee M. Eddy, indi- 
vidually and as members of the Railroad Retirement Board, 
defendants,” was presented to Associate Justice James M. Proc- 
tor by Sydney R. Prince, of the railroad committee of counsel. 
Because the representative of the Department of Justice as- 
igned to the case was not present, Justice Proctor said the 
matter would be taken up August 15. He said he assumed the 
pension board would not issue any order against the railroads 
until a determination had been made with respect to the prayer 
for an injunction. 

There are 137 plaintiffs, including the Pullman Company, 
the Railway Express Agency, Inc., and the Southeastern Express 
Company. 

In explanation of the filing of a common suit, plaintiffs 
said their interests were common in that all of them were 
subject in substantially the same way to the operation of the 
act and in that they were all required to contribute to a com- 
mon “railroad retirement fund” and that the “service period” 
of each employe, upon which the annuities provided by the act 
were based, was not confined to his service for a single car- 
rier but ineluded and accumulated his service for all carriers. 

Plaintiffs charge that the suit arises under the Constitu- 
tion and laws of the United States in that they claim the act 

invalid for the following, among other reasons: 


1, Congress by the act exceeded its powers under the commerce 

se of the Constitution because the provisions thereof have no 
onable relation to the promotion of efficiency or safety of inter- 
te transportation; because the means it prescribes therefor are 
reasonable and arbitrary; and because it a_plies to all employes, 
uding those not engaged in any commerce, those engaged exclu- 

y in intrastate commerce, and those not engaged in interstate 
merece OF work so closely related thereto as to warrant regulation 

rder to promote efficiency or safety of interstate transportation, 

also applies to certain persons not employes, 

Congress by the act exceeded its powers derived from the com- 
ree clause of the Constitution because while the act, in section 
tates as one of its purposes the promotion of “efficiency and safety 
nterstate transportation,’ its real ends and aims, expressly de- 
ed in the same section, and by the whole act, are to provide for 
itisfactory retirement of aged employes,” and to “make possible 
eater employment opportunity and more rapid advancement of em 
ves in the service of carriers’; and the act itself requires that it 
so administered and construed, in the following words: 

This act shall be administered and construed with the intent and 
the purpose of providing the greatest practicable amount of relief 
m unemployment and the greatest possible use of resources avail- 

for said purpose and for the payment of annuities for the relief 
superannuated employes’’- 

e of which ends and aims is within any power delegated to Con- 

s by the Constitution. 

The act unlawfully imposes upon plaintiffs and each of them 
obligation to pay large sums of money into the Treasury of the 
ted States as contributions to a common fund for the payment 
innuities to their employes from the time of their retirement until 
th: unlawfully interferes with management; unlawfully classifies 

nd discriminates against plaintiffs; and prescribes other arbitrary 


and unreasonable requirements. It thereby deprives plaintiffs and 


h of them of their property and liberty of contract without due 

rocess of law and takes their property without just compensation, 
n violation of the Fifth Amendment to the Constitution. 

i The act discloses on its face that it is experimentation at 

expense of plaintiffs; furthermore, it authorizes the Board to re- 

of plaintiffs contributions for administration and research, and 

ut limiting the amount—all in violation of the Fifth Amendment. 


In support of the allegations with respect to employes not 
being engaged in interstate commerce and persons who are 
ot employes of plaintiffs or any other carriers and yet are 
beneficiaries under the act, plaintiffs say many of the persons 
in their employ do no work in the interstate commerce con- 
lucted by plaintiffs, and no work so closely connected therewith 

to be a part thereof or to be within the regulatory power of 
Congress under the commerce clause. The services of such 
employes, it is set forth, have to do with executive duties, finan- 

| matters, litigation, traffic solicitation; management, opera- 
on, care or protection of buildings and lands not devoted to 

used in connection with transportation; construction of build- 
ngs and lines of railroad, construction of new equipment or 
'epair of equipment withdrawn from transportation service, and 
ce and clerical assistance in connection with the work de- 
scribed. Plaintiffs estimate that not fewer than 200,000 of 
their employes or approximately one-fifth of all their employes 
are engaged in work outside interstate commerce, and that the 
amount of their wages is not less than $300,000,000 annually. 
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The point is made that, under the asSailed act, the employes 
not engaged in interstate commerce are made beneficiaries 
just the same as the employes engaged in interstate commerce. 

It is alleged that there are in the employ of plaintiffs more 
than 9,500 persons of age 70 or more whom section 4 of the 
act will require to leave the service of plaintiffs permanently 
February 1, 1935, and that they will contribute less than $250,000 
to the fund “but will receive therefrom as a bounty for past 
service not less than $9,000,000 the first year and not less than 
$74,000,000 to termination of annuities, two-thirds of which will 
be required to be paid by the carriers.” 

Another allegation is that within one year before the ap 
proval of the act more than 50,000 of plaintiffs’ employes left 
carrier service and have not returned to it but they are made 
beneficiaries of the act, as it is alleged defendants construe it, 
and plaintiffs are required to contribute to annuities for such 
persons. It is further alleged that persons leaving railroad 
service subsequent to enactment of the act “at any age what 
ever and with any service period whatever” are made annuitants 
beginning at age 65. Employes dismissed for cause also are 
made annuitants, it is averred. It is estimated than 5,000 per 
sons are “released” annually from railroad service in the inter 
est of efficiency or safety. These persons, at age 65, “without 
regard to the unsatisfactory nature of their services which made 
their release necessary” would become annuitants. Plaintiffs 
deny the correctness of the construction of the act relating to 
the pensioning of those who have left the service of the carriers 
before the act was passed or who have been dismissed for 
cause and allege that the act, properly construed, does not 
make such persons eligible for annuities. 

Continuing, the plaintiffs, in their bill of complaint, say: 


The relationship between each plaintiff and each person in its em 
ploy consists of a contract of employment freely and fairly made, by 
which the work to be done and the compensation to be paid therefor 
were agreed upon and fixed, and by which the employer is required 


to pay such wages and no more Each plaintiff has paid, and in 
tends to continue to pay in full when due, all wages so agreed 
upon. Sections 3 and 5 of the act, require each plaintiff, through 


the railroad retirement fund, to pay additional sums, not con 
tracted for, to each employe when he reaches age sixty-five or 
when he completes thirty years’ service, if he so demands and 
leaves the service, and to make like payments to him monthly 
throughtout the remainder of his life; and the act prevents plaintiffs 
from employing any person in the future for any purpose, except on 
condition that, in addition to the contractual obligation for agreed 
wages, chey assume the further obligation to pay him annuities 
as provided by the act, 

The amount which each plaintiff thus will be required to pay 
through the railroad retirement fund to its employes and to the em 
ployes of the other plaintiffs cannot be ascertained, but it will be 
many thousands of dollars annually in the case of each plaintiff, 
and for all the plaintiffs it will be not less than $60,000,000 for the 
first year based upon the present payrolls of plaintiffs and the 4 
per cent rate fixed by the act, and the amount will increase year 
by year for many years. The act thus will deprive plaintiffs, and 
each of them, of their liberty of contract and of their property 
without due process of law. 

The obligation imposed upon plaintiffs to contribute to the 
payment of annuities to persons who have ceased or shall cease 
to work for them is dependent solely upon their having atta‘ned 
a specified age or having performed thirty years’ service. The em 
ployes of plaintiffs have no peculiarity of age, physical or mental 
condition, or other characteristic distinguishing them from mem 
bers of society generally. The selection of carriers’ employes as 
the beneficiaries of a compulsory pension system payable by the 
carriers is beyond the power of Congress, is arbitrary and deprives 
plaintiffs and each of them of their property without due process of 
law, and imposes upon plaintiffs a burden which, if it exists at all, 
should be borne by society as a whole. 


Section 3 of the act provided for annuities for employes who have 
a service period of more than thirty years and are between 51 and 


65 years of age. Each of the plaintiffs now has and will always 
have a large number of such employes who are competent to con 
tinue their service. The aggregate number of such employes at 
the time of approval of the act was not less than 100,000 It is 
desirable in the public interest that these trained and experienced 
persons remain in the carrier service Their right to such an 
nuities depends solely upon the demand of such employes, and 


the right so to demand does not take into account or depend upon 
the character of service in which they are engaged, their fitness for 


further service, or the public need for their continuance in carrier 
service. This requirement that pensions be paid to such employe: 
who are not incapacitated by age or otherwise is arbitrary and 
unreasonable, does not promote interstate commerce but tends 


to injure it, and deprives plaintiffs and each of them of their prop 
erty without due process of law. 

Each of plaintiffs now has and always will have a large num 
ber of executives, officials and expert employes who possess val 
uable special knowledge and qualifications which are the result 
of many years of study and practical experience. Their training and 
experience are of much value to the plaintiffs and to the publi 
Their enforced retirement under section 4 of the act does not 
promote efficiency or safety in interstate transportation, deprives 
plaintiffs and each of them of their valuable property right to con- 
tinue such persons in their service, and deprives plaintiffs and 
each of them of their property without due process of law 

Except in certain instances of joint operation involving merely 
incidental use of a small number of joint employes, no employe of 
any plaintiff is in the employment of the other plaintiffs or any of 
them, and the business conducted by each plaintiff is separate and 
distinct from that conducted by the others and each of them Facts 
showing the mingling and pooling of their affairs and funds and 
the service periods of their employes under the act are as follows 

1. There are now in the employment of plaintiffs, as herein- 
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before shown, more than 9,500 men, other than those occupying 
official positions, who at the time of the approval of the act had 
reached the age of 70 and who therefore, under section 4 of the 
act, must be retired February 1, 1935, with annuities. Their aver- 
age annual annuity will be approximately $1,000 and the aggregate 
amount which will be paid to them during the first year will be 
approximately $9,000,000 Upon established actuarial principles the 
gross sum that will be paid to them to termination of annuities 
will be approximately $74,000,000. All of the employes herein r¢ 
ferred to are employes of 81 of the plaintiffs; the remaining 56 
of the plaintiffs have no such employes, but employ 37 per cent 
of all persons employed by all the plaintiffs, The 56 plaintiffs which 
have no such employes under the act will be required to contribute 
approximately $2,200,000 during the first year and approximately 
$19,000,000 to termination for annuities of such employes of the 8&1 
carriers, Likewise, there is a wide variance among the several 
carriers in percentage and number of employes of other age clas 
sifications and a wide variance in respect to the past service periods 
of their respective employes. The contribution of each plaintiff to 
the pool will not depend upon the age characteristics or service 
periods of its own employes, but upon the fortuitous facts in these 
respects concerning the employes of all the carriers. 

2. By the terms of section 1 (b) of the act persons in carrier 
service before, but not after June 27, 1933, are ineligible for a- 
nuities, but service after that date creates eligibility for annuities, 
based not alone on the subsequent service, but on the prior service 
as well, There are more than 1,000,000 persons with such prior serv- 
ice, but without sucht subsequent service. There are at least 
700 carriers subject to the act. By reason of the provisions in sec- 
tion 1 (f) of the act for pooling service periods, each of these ex 
employes, by procuring employment with any carrier, without the 
Knowledge or consent of the others, will receive for his past carrier 
service not otherwise pensionable, an annuity commencing when he 
reaches age 65, payable from the common fund. 

In the ordinary course of railroad business a number of car 
riers cease operation each year Persons retired from the service 
of carriers which hereafter shall cease to exist, or which for any 
other reason shall cease to contribute, will continue nevertheless to 
be eligible for annuities payable from the retirement fund to which 
the remaining carriers must contribute. 


Annuities for Union Agents 

There are not less than 1,500 officers or other official represen 
tatives of railway labor unions who are not now performing any 
service for the carriers, but who are duly designated and author- 
ized to represent employes under the railway labor act. Their 
average age is greater than the average age of carrier employes. 
\ substantial portion of their annuities, the exact amount of which 
cannot be computed, will be paid by the carriers because under 
sections 1 (b) and 7 of the act the service of such persons for 
carriers is pooled with their service for labor organizations as a 
basis for their annuities, their contributions and the contributions 
of carriers are paid into the common railway retirement fund and 
their participation in the retirement system is not compulsory, but 
depends on their election, 

By reason of the facts set forth in the foregonig paragraphs 
1 to 4, the act and particularly its pooling provisions are arbitrary 
and unreasonable and deprive plaintiffs and each of them of their 
property without due process of law. 

In so far as the act includes in the basis for annuities service 
rendered prior to the approval of the act, it has no relation to 
future interstate commerce, but arbitrarily and unlawfully operates 
only on past services and events. Practically all of the persons in 
the employ of each of the plaintiffs at the time of the approval of 
the act, were in the employ of such plaintiff or of other carriers, 
defined in the act, at times and for periods prior thereto Such 
times and periods of prior employment vary greatly and it is 
impracticable to ascertain, as to each such person, the exact period 
of such prior employment with any carrier, but as to the majority 
of such persons, the prior employment embraces many years. Said 
prior employments are, and at the time of the approval of the act 
were, closed and completed transactions. 

Immediately upon the approval of the act, and solely by reason 
thereof, there came into existence and was imposed upon plaintiffs 
and eath of them an obligation in respect of such past services of 
carrier employes which. exclusive of any subsequent service periods, 
under established actuarial principles, will amount in the aggregate 
to hundreds of millions of dollars. 


Financial Condition of Carriers 


Facts relating to the financial condition of the carriers, showing 
the arbitrary nature of the act under existing circumstances, are 
as follows: 

There are at the present time in the United States approximately 
10,000 miles of railroad in the hands of receivers or trustees in 
bankruptcy, a larger mileage in this condition than at any previous 
time in history. ‘ 

One hundred and thirty-four of the plaintiffs are Class I railroads 
(defined as railroads having annual operating revenues above $1,000,- 
000); they employ approximately 97.3 per cent of all persons employed 
by all railroads in the United States; they pay approximately 97.9 
per cent of all compensation paid to employes by all such railroads; 
and they receive 98.0 per cent of all operating revenues of all such 
railroads, 

Fifty-five Class I railroads of the United States failed to earn 
operating expenses and taxes during the calendar year 1932: thirty- 
four failed to earn operating expenses and taxes in 1933; and thirty- 
three failed to earn operating expenses and taxes in the first six 
months of 1934 

The value of the properties of Class I railroads devoted to trans- 
portation, as found by the Interstate Commerce Commission, brought 
down to the end of the year 1932, was 22,074,000,000, and the net 
railway operating income of said Class I railroads for the year 1932 
was approximately 1.48 per cent of said value. Such value so de- 
termined for the year 1933 was $21,800,000,000 and the net railway op- 
erating income for that year was approximately 2.18 per cent of said 
Value Even these low earnings were possible only through drastic 
retrenchment in expenditures and the exercise of the utmost economy 
consistent with safety 

Effective July 1, 1934, January 1, 1935, and April 1, 1935, wage re- 
ductions theretofore in force by agreement between the Class [ car- 
riers and their employes, rendered necessary by the existing depression 
in industry, including transportation, were restored. Such restora- 


tions will increase the annual labor cost of Class I carriers by more 
than $165,000,000 


There has been and will be a further increase in 
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operating cost due to the increased and increasing prices of materi 
and supplies. Such increase for the year 1934 compared with the lowe: 
price levels of 1933 will be approximately $125,000,000, 

The net railway operating income of Class I carriers for the e 
tire year 1934, based on the results for the first six months, and alloy 
ing for these increases in labor costs and costs of materials and su; 
plies, will be substantially less than for 1933. 

Approximately 20 per cent of all the commercial freight traf 
and approximately 35 per cent of all the commercial passenger traftf 
in the United States is now conducted by motor carriers or Wate: 
carriers or other competing agencies, and practically all freight ar 
passenger traffic, except certain heavy freight moving in car lots 
the subject of active competition among the various forms of tra: 
portation. By reason of these competitive conditions it is impossi! 
for plaintiffs to obtain through increased rates or increased volur 
of traffic sufficient additional revenue to meet the contributions re 
quired by the Act in addition to the other increases in operating ex 
penses., 

The act, by imposing upon Class I railroads the obligation to cor 
tribute approximately $60,000,000 during the first year to the rail 
retirement fund, unreasonably and unnecessarily diminishes thei: 
pacity to furnish adequate, safe and efficient transportation servi 
and in no wise promotes the safety or efficiency of interstate c 
merce, 

Transportation by railroad in the United States is now conducted 
more efficiently and safely than ever before and its safety and effi 
ciency have constantly increased for many years. The burdens of th: 
act are disproporfionate to its benefits, if any it has, which plaintiffs 
deny, and if it were otherwise valid, under the circumstances above 
shown it is arbitrary and unreasonable as a regulation of interstat 
commerce and deprives plaintiffs of their property without due p 
ess of law 


Grounds for Relief 


As grounds for the interposition of a court of equity and for the 
relief herein sought, plaintiffs state: 

By the terms of the act defendants are required, and they are a 
serting authority, to exercise all the duties and powers necessa: 
to administer the act, and to take such steps and institute and prose 
cute such proceedings and actions as may be necessary to enforce 
This they threaten to do and, unless enjoined, they will issue order 
and commence proceedings, in the courts and otherwise, against the 
plaintiffs, and each of them, to compel their obedience to various p! 
visions of the act Defendants intend and threaten forthwith, pur 
suant to section 9 of the act, to demand from plaintiffs and to ordé 
them to pay immediately into the Treasury of the United States larg 
sums of money as advances upon the payments which the act pr 
vides shall be made by carriers, Defendants also intend and threat 
forthwith to order plaintiffs to furnish a great mass of statisti 
data that can enly be prepared and furnished by plaintiffs at lars 
cost to them. Defendants further intend and threaten to set up fort! 
with large clerical, accounting and administrative forces in order 
establish and maintain separate accounts for each of the more th 
one million employes and former employes of plaintiffs who cor 
within the provisions of the ¢ >t, all at great cost to these plaintiff 

The defendants also threaten to assess and enforce against ea 
of the plaintiffs a penalty of one per cent for each month it sha 
delay the payment of any amount required to be paid by it under 
the act. Such assessments and penalties will be recurring becaus: 
such payments must be made quarterly, or at such other times 
ordered by the board It is not possible to ascertain or state th 
exact amount which would be so assessed against each of the plai 
tiffs from time to time, but it would be a large amount as to ea 
plaintiff, and the aggregate amount as to all plaintiffs would be ! 
less than from $150,000 to $225,000 per month at the end of the first 
quarter, and not less than from $600,000 to $900,000 per month at the 
end of the fourth ‘juarter, depending upon possible constructions 
the language of the act. 

Unless plaintiffs and their respective officers and agents comp 
with the requirements of the act, defendants will also institute and 
prosecute, or cause to be instituted and prosecuted, against plaintiffs 
officers and agents having to do with such matters repeated crimina 
action, each carrying possible punishment by fine of not less tha 
$100 nor more than $10,000, or by imprisonment not exceeding one yea 

By reason of the heavy penalties and punishments imposed b 
the act, and the repeated charges of violation which would be 
volved, plaintiffs cannot safely disregard the act or cause or induce 
their respective officers and agents to disregard it. 

If plaintiffs make deductions from the wages of their employe 
and pay the same into the Treasury of the United States, as required 
by the act, and the act thereafter be adjudged invalid, they will be 
forced to repay to their employes the amounts so deducted, or W 
be subjected to a multiplicity of suits by their respective employes 
recover such deductions. Plaintiffs cannot safely comply with the re 
quirements of the act that they pay into the Treasury of the United 
States either such funds so deducted, which would amount to not less 
than $30,000,000 the first year, or the contributions required of plai! 
tiffs, which would amount to not less than $60,000,000 the first year 
because plaintiffs, and each of them, would be without adequate 
remedy to recover the same 

The defendants have not prescribed any rules and regulations 
under section 6 of the act, or taken any action or threatened to tak 
any action thereunder, Plaintiffs cannot anticipate what if any actior 
will be taken thereunder and therefore at this time ask no relief based 
thereon 

Unless relief be found in equity and by the injunctive process of 
this court, there will result a multiplicity of suits against the plaintiffs 
and each of them and a multiplicity of prosecutions of their officers 
and agents, and these plaintiffs and each of them will suffer irrep 
arable loss and injury. Plaintiffs have no plain, adequate and com- 
plete remedy at law in the premises and only in a suit of this nature 
can the questions here involved be adequately determined and prope! 
relief had 

Plaintiffs express their willingness and intention to do equit) 
in the premises. 

Wherefore, plaintiffs and each of them pray that defendants and 
each of them and their successors in office and all those acting 0 
claiming to act under their authority or by their direction be re 
strained and enjoined, both temporarily pending the suit and per 
manently at the final hearing, from making any order and from in 
stituting or taking any steps toward the institution of any actions, 
proceedings or prosecutions designed to compel plaintiffs or their offi 
cers, or any of them, to make any advance payment or other pay 
ment required by the act, or to compel them to assemble, compile 0! 
furnish any of the information and records required, or which mé&y 
be required, to be furnished under the act, or to compel them 
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hange their existing relations with any of their employes, or in any 
vise to put plaintiffs in a worse position with respect to any of 
he matters here involved; and they pray that the act and each and 
ery provision thereof be declared void and of no effect. 
To the end, therefore, that defendants may, if they can, show 
hy plaintiffs should not have the relief herein prayed for, plaintiffs 
y that the court issue its writ of subpoena directed to the defend- 
and each of them, requiring them to appear and answer his 
but not under oath, their answers under oath being expressly 
iived, and to abide by and perform such orders and decrees in the 
emises as to the courts shall seem proper and required by the 
nciples of equity and good conscience, and that the plaintiffs shall 
ive such further, other and general relief as may be equitable. 


Though 157 railroads had signified their intention of being 
parties to the suit attacking the pension law, not that many 
ictually became parties to the suit. The number of plaintiffs 
as not as large as originally expected, it was stated, because 
number of smaller lines had been eliminated. The plaintiffs, 
is estimated, operate most of the railroad mileage in the 
juntry. 


Restraining Order Denied 


Justice Proctor, after hearing argument by Hammond 
Chaffetz, special assistant to the Attorney General of the 
United States, appearing for the Railroad Retirement Board, 
ind Mr. Prince, for the railroads, on the request of the rail- 

ads for a temporary restraining order forbidding the pen- 
ion board to issue any order against the railroads, August 
5, denied the request on the ground that no showing had been 
made that great damage to the railroads would result if the 
rder were not issued. The denial was without prejudice to 
e railroads coming in at any time and asking the court to 
stop an order or orders that might be issued by the board 
eemed by the railroads to be of such nature as to cause 
reparable injury pending the final settlement of the case. 

The pension board, it was stated, proposed to issue imme- 
ately two orders, one requiring an advance payment by the 
iilroads to the board of $125,000 and the other calling for the 

names of all railroad employes subject to the pension act who 
vill reach age 70 by February 1, 1935, and who must retire 
that time under the law. Justice Proctor was not impressed 
th the idea that either order would injure the railroads 
reatly and the same view was taken by railroad counsel, 
who asked whether they would be all the orders the board 

ild issue pending determination of the case. Counsel for 

board replied, however, that the board could not be bound 
such an understanding. 

Mr. Chaffetz said no action had been taken under the 
nsion law, other than the establishment of the board, and 
it therefore the sole question presented by the litigation 

was the constitutional validity of the statute. He said the 
government had no doubt as to the validity of the statute 
that there were a number of cases that upheld it. He referred 
to the transportation act of 1920 as having introduced a new 
tional policy with respect to creation of a national trans- 
rtation system and said the railroads had been grouped, 
purposes of regulation, in one Way or another. He said 
court must assume that the statute was probably valid. 
He said the plaintiffs were seeking to suspend the operation 
the statute until the case had been decided. Aside from 
advance payment now sought, he said the railroads would 
ive to make no principal contributions to the board until No- 
ember 1. As to other advance payments that might be asked, 
said the railroads would have ample time to raise question 
s to them. He explained that the first order requiring an 
dvance payment would call on each railroad for one-tenth of 
he per cent of its July payroll and that it was estimated this 
would yield about $125,000. No railroad, said he, would have 
pay more than $5,000 of the total sum. 

Justice Proctor, indicating that he did not think the pro- 
posed orders would Seriously affect the railroads, said he sup- 
posed that the board was anxious to obtain as quickly as pos- 
sible a final decision by the Supreme Court of the United 
States. That was true, said government counsel, but it would 
take some time to prepare for the trial of the case. 

Mr. Prince attempted to answer that part of argument 

ide by Mr. Chaffetz as to decisions backing up the validity 

the pension act, but the court said he would not go into 
it as the real question before the court at the time was as 

whether the orders of the board would work any damage 

the railroads. Mr. Prince made the point that notwith- 
standing that the first orders proposed might not work injury 
such a nature as to justify a restraining order, the board 
ild issue successive orders without restraint. 

“We think we have shown there will be irreparable injury 

nless there is restraint,” said Mr. Prince, after Mr. Chaffetz had 
ted that the pension board did not propose to limit itself as 
issuance of orders, and that after an order or orders had 
een issued to which the carriers took exception, they might 
come to the court and seek a restraining order. 
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As to a point made by carrier counsel that if the railroads 
paid money to the board and the act were later declared invalid, 
they would have a difficult time recovering their money, Justice 
Proctor thought that in such an event Congress would appro- 
priate money for the refund. 

In refusing the restraining order, Justice Proctor said con 
ditions might arise that would justify the carriers asking for 
a restraining order. Viewing the case in the light of present 
conditions he saw nothing warranting the issuance of a restrain- 
ing order. 

Mr. Chaffetz said the government had grave doubt as to the 
Supreme Court of the District of Columbia having jurisdiction 
because of provisions in the pension act providing for the filing 
of suits against orders issued by the board, but he said he was 
not pressing that view at this hearing on the application for 
a restraining order. 

The pension board issued the order, referred to in the 
argument before Justice Proctor, requiring the first advance 
of money from the railroads. 

The board appointed Harry Schulman, associate professor 
of law at Yale University law school, as special counsel to the 
board. 

The expectation is that the pension suit will come up for 
hearing on its merits early in October. In the meantime there 
will be no further court action unless the carriers should ask 
for a restraining order as to some order the pension board may 


issue. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of the District of Columbia.) Interstate 
Commerce Commission is administrative body, and can exercise 
only powers delegated to it, but, in application and interpre- 
tation of powers conferred, it exercises judgment and discretion 
(Interstate Commerce Act, Sec. 3 (1, 3, 4), 49 USCA, Sec. 3 
(1, 3, 4)). (United States vs. Interstate Commerce Commission, 
71 Fed. Rep. (2nd) 336.) 

Statutory authority, if any, given to Interstate Commerce 
Commission to modify contracts between interstate railroads 
for use of tern.inal facilities and payment of operating costs 
and fixed charyes of terminal corporation, must be expressed 
in clear and certain language (Interstate Commerce Act, Sec. 
3 (1, 3, 4), 49 USCA, Sec. 3 (1, 3, 4)).—Ibid. 

Errors of law in discharge of functions essentially judicial 
are not subject to be corrected by mandamus any more than 
errors of fact.—Ibid. 

Where Interstate Commerce Commission conducted hear 
ing on petition by railroads for investigation of terminal situa- 
tion, for relief from contract with other railroads for opera 
tion of terminal, and for apportionment of terminal operating 
charges on fair and equitable basis depending on use of facil 
ities by proprietary railroads, and commission, in exercise of 
its judgment and discretion, determined that statutes did not 
authorize relief prayed for, mandamus held not available to 
compel commission to set aside order denying petition and to 
make contrary determination (Interstate Commerce Act, Sec. 
3 (1, 3, 4), 49 USCA, Sec. 3 (1, 3, 4)).—Ibid. 

(Supreme Court of Ohio.) Public Utilities Commission has 
continuing jurisdiction over railroad rates, fares, and charges 
(Gen. Code, Secs. 538, 541). (Pittsburgh & L. E. R. Co. vs 
Public Utilities Commission, 191 N. E. Rep. 467.) 

That deliveries were made on spurs or side tracks consti- 
tuted no defense to charge of carrier’s violation of statute 
prohibiting greater compensation for transportation of freight 
for shorter than for longer distance over same line (Gen. Code, 
Sec. 504-1).—Ibid. 

Exaction of greater charge for lesser service under long and 
short haul provision constitutes unjust discrimination or undue 
preference contrary to statute (Gen. Code, Secs. 504-1, 564, 567). 
—Ibid. 


(Supreme Court of Michigan.) Under statute providing that 
operators of truck lines were not entitled to license to use high- 


ways while in default in payment of fees, whether or not com- 
mission could in its discretion waive requirement that fee be 
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They’re pressure vessels of which we speak .. . gigantic 
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containers that often can travel over no other road between 
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New York and Chicago but the Erie. For it has the greatest 
clearances, plus the special equipment and heavy duty track 
which allow more-than-carload shipments to roll faster over 
the Erie. 

e Whether your shipments are L. C. L. or more-than-car- 
load, Erie service insures on-time delivery in good order. For 
L. C. L. freight Erie provides door to door collection and 
delivery service, combining the flexibility of trucking with 


the speed and dependability of rail haul. 
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paid before isisuing license, payment of fees should be enforced 
by Public Utilities Commission within a reasonable time after 
issuing license (Pub. Acts 1931, No. 212, Sec. 5). (Peoples vs. 
Balch, 255 N. W. Rep. 762.) 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





SHIPPING DECISIONS—Pick-up Head ..... ..... a 
(Circuit Court of Appeals, Second Circuit.) Order deny- 
ing motion to dismiss bill of complaint, leaving cause open for 
trial on pleadings, is not appealable as “final order.” (Central 
Vermont Transp. Co. vs. Durning, 71 Fed. Rep. (2nd) 273). 
Domestic transportation corporation operating vessels in 
coastwise trade, where stock in transportation corporation was 
owned by another domestic corporation, stock of which was 
owned by Canadian corporation, held not ‘citizen of United 
States” within statute requiring transportation of merchandise 
between points in United States in vessels owned by citizens 
of United States, with certain exceptions (Merchant Marine Act 
1920, Sees, 27, 38 (46 USCA, Secs. 883, 802)).—Ibid. 
Merchandise shipped on vessel operated in coastwise trade 
between ports within United States by corporation which was 
not citizen of United States within meaning of statute, where 
movement of merchandise over part of through route of 
Canadian railroad began in Vermont and ended in New York, 
and did not move over through route that was in part over 
Canadian rail lines and their own or other connecting water 
facilities, held subject to forfeiture (Merchant Marine Act 1920, 
Secs. 27, 38 (46 USCA, Secs. 883, 802); Shipping Act of 1916, 
Sec. 33 (46 USCA, Sec. 832); Interstate Commerce Act, Secs. 1 
(1) (a), 5 (12), 6 (13), 49 USCA, Sees. 1 (a), 5 (12), 6 (13)). 
Ibid. é 
Where merchandise was shipped on vessel operated in 
coastwise trade between ports within United States by cor- 
poration which was not citizen of United States within statute 
because, although domestic corporation, controlling stock was 
owned by Canadian corporation, such construction of statute 
held not to deprive domestic corporation operating vessels of 
property without due process of law (Merchant Marine Act 
1920, Secs. 27, 38 (46 USCA, Secs. 883, 802); Const. Amend. 5). 
—Ibid. 


(District Court, E. D. New York.) Evidence, in cross-libels 


for damage to scow and dumping of cargo, sustained finding 
that dumping was caused by charterer’s improper positioning 
of stanchions. (The Everett Fowler, 7 Fed., Sup. 138.) 


WATER CARRIER AGREEMENTS 


The following agreements and modification and cancellation 
of agreement, filed in compliance with section 15 of the shipping 
act, 1916, as amended, have been approved by the Department 


of Commerce: 


2959—Between South African Dispatch Line, N. V. Stoomvaart 
Maatschappy ‘‘Nederland,”’ N. V. Rotterdamsche Lloyd, and Kerr 
Steamship Company, Inc.: Provides for the apportionment of lumber 
carried by the lines from Pacific Coast ports of the United States 
and Canada to South and East Africa. i: ; 

3202—Between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Pacific Coast Direct Line, Inc.: 
Covers the transportation of cargo on through bills of lading from 
U. S. Atlantic ports to Australia and New Zealand, with transhipment 
at San Francisco or Los Angeles Harbor. ; : i 

3955—Between Sudden & Christenson (Arrow Line) and Oceanic & 
Oriental Navigation Company: Provides for the transportation of 
shipments on through bills of lading from the U. S. Atlantic ports to 
China, Japan, Siam, French Indo China, and the Philippine Islands, 
with transhipment at San Francisco or Los Angeles Harbor, and 
supersedes and cancels Agreement No. 782. " 

3963—Between the American-Hawaiian Steamship Company and 
the Canadian Government Merchant Marine, Ltd. (Canadian National 
Steamships): Covers the transportation of canned goods, dried peas, 
dried beans, and dried fruit on through bills of lading from U. S. 
Pacific Coast ports to Montreal, Canada, with transhipment at New 
York. 

3969—Between The Harkins Transportation Company and Calmar 
Steamship Corporation: Covers the transportation of flour, canned sal- 
mon, and plywood on through bills of lading from Astoria, Oregon, 
and Longview, Washington, to U. S. Atlantic Coast ports, with tran- 
shipment at Portland, Oregon. 

3272—Between States Steamship Company and Hamburg-Ameri- 
kanische Packetfahrt-Actien-Gesellschaft (Hamburg American Line) 
and Norddeutscher Lloyd (North German Lloyd): Covers the trans- 
portation of cargo on through bills of lading from U. S. Atlantic Coast 
ports to ports on the West_Coast of Central and South America, East 
Coasts of Colombia and Central America, Venezuela, Curacao, and 
Trinidad, with transhipment at Cristobal, C. Z, 
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3273—Between Pacific-Atlantic Steamship Co. (Quaker Line) and 
Hamburg-Amerikanische Packetfahrt-Actien-Gesellschaft (Hamburg 
American Line) and Norddeutscher Lloyd (North German Lloyd) 
Covers the transportation of cargo on through bills of lading from U. 
S. Atlantic Coast ports to ports on the West Coasts of Central and 
South America, East Coasts of Colombia and Central America, Vene- 
zuela, Curacao, and Trinidad, with transhipment at Cristobal, C. Z 

3277—Between Oceanie & Oriental Navigation Company and Sud- 
den & Christenson (Arrow Line): Provides for the transportation of 
shipments on through bills of lading from China, Japan, Siam, French 
Indo China, and the Philippine Islands to U. S. Atlantic ports, with 
transhipment at San Francisco or Los Angeles Harbor and super 
sedes and cancels Agreement No, 3171. 

3281—Between Matson Navigation Company, The Oceanic Steam 
ship Company, Los Angeles Steamship Company, and (Grace Line) 
Panama Mail Steamship Company: Provides for the transportation of 
general cargo on through bills of lading from Hawaiian Islands to 
U. S. Atlantic ports, with transhipment at Los Angeles Harbor. or 
San Francisco. This agreement supersedes and cancels Agreement 
No. 1632 as to the arrangement between Panama Mail Steamship 
Company and the Matson Navigation Company. 

3282—Between Matson Navigation Company, The Oceanic Steam 
ship Company, Los Angeles Steamship Company, and Luckenbach 
Gulf Steamship Co., Inc.: Provides for the transportation of genera! 
cargo on through bills of lading from Hawaiian Islands to U. §S 
Gulf ports, with transhipment at Los Angeles Harbor or San Fran- 
cisco. This agreement supersedes and cancels Agreement No. 3098. 

3283—Between Matson Navigation Company, The Oceanic Steam- 
ship Company, Los Angeles Steamship Company, and Luckenbach 
Steamship Company, Inc.: Provides for the transportation of general! 
cargo on through bills of lading from Hawaiian Islands to U. S. At- 
lantic ports, with transhipment at Los Angeles Harbor or San Fran- 
cisco. This agreement supersedes and cancels Agreement No. 3099 

3284—Between Luckenbach Steamship Co., Inc., Luckenbach Gulf 
Steamship Co., Inc., and Union Steam Ship Company of New Zea- 
land, Ltd.: Covers the transportation of lubricating oil in cases and 
in barrels from U. 8S. Atlantic Coast ports to Papeete, Tahiti, wit! 
transhipment at Los Angeles or San Francisco, Calif. 

3287—Between Calmar Steamship Corporation and Nelson Steam- 
ship Company: Provides for the transportation of cargo under through 
bills of lading between U. S. Atlantic ports and U. S. Pacific ports, 
with transhipment at San Francisco or Los Angeles Harbor. 

3290—Between Calmar Steamship Corporation and Chamberlin 
Steamship Company, Ltd.: Provides for the transportation of care: 
under through bills of lading between U. 8S. Atlantic ports and U. § 
Pacific ports, with transhipment at San Francisco or Los Angeles 
Harbor. 

3291—Between Cunard White Star Limited, Anchor Line (Hen 
derson Bros.) Ltd., and Panama Mail Steamship Company: Provides 
for the tranSportation of general cargo on through bills of,lading fron 
U. S. Pacific Coast ports to United Kingdom ports, with transhipment 
at New York. 

3292—-Between The Oceanic Steamship Company, Oceanic and 
Oriental Navigation Company, and Sudden & Christenson (Arrow 
Line): Covers the transportation of cargo on through bills of lading 
from U. 8S. Atlantic ports to Australia and New Zealand, with tran 
shipment at San Francisco or Los Angeles Harbor. 

3296—Between The New York and Porto Rico Steamship Compan 
and Bull Insular Line, Inc.: Provides for the transportation of gen 
eral cargo under through bils of lading from U. S. Gulf ports to Vir 
gin Islands, with transhipment at San Juan, Puerto Rico. 

2380-2—Between N. V. Nederlandsch-Amerikaansche Stoomvaart 
Maatschappij, Furness, Withy & Company, Limited, and Royal] Mai 
Lines, Limited: Modifies agreement which provides for the pooling of 
eastbound freight earnings in the trade from Pacific Coast ports of 
United States and Canada to Europe. 

1974-C—Between the (Grace Line) Panama Mail Steamship Com 
pany and Seaboard-Great Lakes Corporation: Cancels agreement pro 
viding for the transportation of canned goods, canned dog food, dried 
fruits, and dried beans in sacks from U. S. Pacific Coast ports to 
Syracuse, Rochester, Buffalo, Detroit, Toledo, Cleveland, Chicago. and 
Milwaukee, with transhipment at New York. y 


WATER LINES’ STATISTICS 


The government’s barge lines, operated by the Inland 
Waterways Corporation, in the calendar year 1933, had an 
operating income of $88,663 and a net income of $30,049, on an 
investment in real property and equipment of $23,659,817, 
according to the compilation of selected financial and operat- 
ing data taken from the annual reports of water lines to the 
Commission, the compilation having been made by the Commis- 
sion’s Bureau of Statistics. The government barge lines in 
that year had other investments totaling $1,868,351. 

Operating revenues of those lines in that year totaled 
$5,018,005 and the operating expenses, $4,928,339. 

Other items pertaining to the government barge lines shown 
in that compilation are: Cash, $1,256,598; material and supplies, 
$180,733; total working assets, $3,641,411; capital stock, 
$12,000,000; no unmatured debt; total working liabilities, 
$337,260; accrued depreciation, $4,011,433; total corporate sur- 
plus, $625,169; tax accruals, $1,003; 3,124 employes to whom 
compensation of $2,313,245 was paid; and 1,479,157 tons carried. 

The compilati6n embraces groups of carriers on the Atlantic 
and Gulf coasts, the Great Lakes, the Mississippi River and its 
tributaries, and the Pacific coast. The totals for all groups are: 

Investment in real property and equipment, $195,237,176: 
other investments, $25,496,812; cash, $9,505,150; materials and 
supplies, $1,778,451; total working assets, $34,228,941: capital 
stock, $87,825,692; unmatured funded debt, $27,815,539; total 
working liabilities,$18,007,367; accrued depreciation, $80,614,189; 
total corporate surplus, $28,206,856; freight revenue, $61,132,378; 
passenger revenue, $17,168,529; operating revenues, $84,225,442; 
operating expenses, $80,741,777; tax accruals, $1,311,395; operat- 
ing income, $2,166,408; net income, a deficit of $1,610,492; divi- 
dends declared, $3,236,529; employes, 33,954; compensation, 
$30,808,033; and tons carried, 17,515,852, 
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INTERCOASTAL INVESTIGATION 


The Traffic World New York Bureau 

‘ta Shipping Board Bureau August 10 continued its investiga- 

tion into the intercoastal steamship trade under the direction 

of Chief Examiner M. G. de Quevedo, with Examiner John A. 

Russell assisting him. H. S. Brown, chief of the bureau of 

regulation of the Shipping Board Bureau, also took part in 
questioning of some of the witnesses. 

The suspended tariff of the American-Hawaiian Line was 
taken up, with W. S. McPherson, traffic manager of the line, 
on the stand. He testified as to an arrangement the line made 
with Lever Brothers, manufacturers of soap products, for ship- 
ping their products on an optional discharge basis. He explained 
that Lever Brothers had been routing most of their soap ship- 
ments to the Pacific Coast from their plant at Cambridge, Mass., 
via the American-Hawaiian Line at Boston, but that they decided 
that, unless certain economies could be effected, they would have 
to transfer these shipments to their plant at Hammond, Ind., 
via the all-rail route. 

Because of this, Mr. McPherson said, the American-Hawalian 
Line offered Lever Brothers the privilege of optional discharge 
on their shipments whereby they could ship soap without desig- 
nating the port of discharge on the Pacific Coast until two or 
three days before arrival of the vessel at the first port of dis- 
charge. He said they realized that this was a “borderline ar- 
rangement” and might lead to complications. They thought they 
would try it, however, he added, and the same privilege would 
not be denied to other lines. The American-Hawaiian Line, he 
stated, had no intention of putting any shipper in a preferred 
position. 

With fully loaded ships, Mr. McPherson said, optional dis- 
charge would be a difficult problem and, in such case, they 
might have to cancel the arrangement. 

Their rate on soap, he said, was close to that of the Shep- 
ard Line. He added that he thought it was too low and that 
even the shipper would admit that it was too low. It was thus 
reduced to meet non-conference competition. The advantage to 
Lever Brothers under the arrangement, he said, was to give 
them a better opportunity to make warehousing arrangements 
on the Pacific Coast. 

He also testified regarding shipments of soda ash from 
Wyandotte, Mich., via the inland waterways to the Atlantic sea- 
board, in which they recognize the principle of lower rates for 
volume shipments. 

Mr. McPherson said in regard to the question of optional 
discharges that they had never been able to make much head- 
way with the intercoastal conference on making it a part of the 
conference agreement. 

Asked by George O. Griffith, general traffic manager of Ster- 
ling Products, Inc., as to why the American-Hawaiian Line 
should object to doing the same thing for other shippers, such as 
his own company, as it did on the soda ash shipment, Mr. Mc- 
Pherson said there was no relationship between the cargo in 
juestion and high class cargo such as the line of drug products 
Mr. Griffith’s firm shipped. 

Mr. Griffiths asked why optional discharge was not really 
split delivery and, therefore, subject to the split delivery charge, 
ind Mr. McPherson replied that it was considered to be diver- 
sion and not split delivery. Mr. Griffiths reiterated that he 
thought it was a device to evade the split delivery charge. He 
added that such arrangements would create a downward spiral 

rates, such as the witness had referred to in the earlier days 
f the hearing in opposing the suspended tariffs of the Nelson 
Line. Mr. McPherson replied that this was a special treatment 
of two commodities only and repeated that the line considered 
a “borderline case” and one that it might have to discontinue. 

James A. Farrell, Jr., vice-president and a director of the 
Argonaut Line, took the stand to testify in behalf of the tariff 
his line had filed with the bureau, now suspended. He said this 
tariff was based on the Calmar Line rules and the Shepard Line 
rates. If it was allowed to became effective the line expected 
to obtain cargo not available to it under the previous setup. He 
said he believed the rates would be compensatory. Under the 
present conditions, he added, they would not continue to operate 
if the suspended rates were not allowed to become effective. In 
reply to questioning he said that, if all the lines put similar rates 
into effect, his line would have to take its chances with the 
others. 

In reply to questions by the examiner, Mr. Farrell said that, 
if his line’s rates were “frozen” on a B line basis, with a transit 
time of from 21 to 23 days and a 28-day frequency, it would not 
bring in sufficient revenue to allow it to continue in business. 
He added that any line having a comparable service to his should 
have the right to quote the same rates. 

The experience of the trade said he, had shown that it was 
all practical purposes divided into three groups, though no 
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one line’s service was exactly like any other line’s. He added 
that he favored differential services and thought the measure of 
the division should be on a frequency basis. 

Mr. Farrell was then questioned by H. J. Wagner of the 
Norfolk-Portsmouth Port Traffic Commission as to differences 
in the rates of lines that served Norfolk and those that serve 
other nearby ports. He admitted that the rates charged by the 
lines serving Norfolk were all higher than those charged by the 
Shepard Line, whicn does not serve Norfolk but does serve 
Philadelphia. Mr. Wagner also questioned him as to his knowl 
edge of differentials in rates applied by the rail carriers. In 
this connection Mr. Farrell said his knowledge of the railroad 
business was limited to the general understanding of it that 
anyone might have and that it did not extend to rate questions. 

Mr. Farrell was also questioned at length by others in 
regard to levels of rates and differentials. 

G. E. Talmadge, freight traffic manager of the Panama 
Pacific Line, testified in behalf of his line’s suspended tariff 
He read a statement which said that the Panama Pacific Line 
considered it had the right to apply port equalization for all 
ports and that on the basis of this principle it had enlarged its 
port equalization in the proposed new tariff. 

The practice of port equalization, he said, consisted in mak- 
ing through rates via rail and water from and to inland points 
that provided for the same rate basis at all ports. This practice, 
he said, had been used extensively in other trades. 

Mr. Talmadge urged that the Shipping Board Bureau main 
tain the suspension of the tariff filed by the other lines and 
warned that a rate war would develop if the new rates were 
allowed to go into effect. He said he considered the present 
rate structure too low and that shippers had no basis for lower 
rates. He added that he thought a differential rate structure 
was impractical. 

He further defended the port equalization practice carried 
out by his line and was questioned in great detail on this subject 
by Mr. Wagner. Asked if the Panama Pacific Line had improved 
its service as a result of having a mail subsidy, Mr. Talmadge 
said it had not. In some years, he added, it could maintain its 
servce efficiently without a mail subsidy and in other years it 
could not, depending on business conditions. He said that, in 
some cases, the compensation afforded by a mail subsidy was 
offset by considerations involved in it which actually increase 
costs. 

Mr. Talmadge was also questioned along similar lines by 
Charles R. Seal of the Baltimore Association of Commerce. 

John W. Chapman, vice-president of the Grace Line, Panama 
Mail service, was the next witness. In a briéf statement he 
subscribed to the testimony offered by Mr. Talmadge as setting 
forth the position of his line. 

Taking of testimony in the dockets involving suspended 
tariffs of the various intercoastal lines having been completed. 
Examiner de Quevedo announced that Docket 126, which con 
cerns the Shipping Board Bureau’s general investigation into 
conditions in the intercoastal trade, would be taken up August 
13. He said briefs in the suspended tariff cases must be filed 
by September 10 and that no reply briefs would be submitted. 

The hearings were resumed August 13. Mr. McPherson 
again took the stand. 

He produced a comparative balance sheet of freight rev- 
enues of the American Hawaiian Line for a period beginning 
with 1927 and ending in 1932. At the suggestion of Examiner 
DeQuevedo he promised to enlarge the balance sheet to cover 
a period of ten years, thus including the boom and depression 
years. H. S. Brown advised the inclusion of the nate of 
wages paid to officers and members of the crews of the vari 
ous ships, and the amount of tonnage possessed by each inter- 
coastal line. 

Questionnaire to Be Served 


It was finally determined by Examiner DeQuevedo, after 
an informal discussion, to serve on members of the conference 
a questionnaire comprising a series of questions in connection 
with the freight revenues of the various lines for a period from 
October 1, 1932, to July 31, 1934, as well as such contributory 
information as time in transit and the supposed overtonnage 
of the trade. 

H. W. Warley, vice-president and general manager of the 
Calmar Line, suggested showing the amount of chartering done 
in the specified period, as supplementary to the regular trade 
services. The examiner, however, considered such statistics 
not closely enough related to the overtonnage question to throw 
much light on it. 

Asked by the examiner whether the American-Hawaiian 
Line absorbed the non-carrying charge for ports in Puget Sound, 
Mr. McPherson said he did not know, but he called in J. A. 
Stumpf, assistant freight traffic manager of the line, to answer 
the question. Mr. Stumpf said the line absorbed the non-car- 
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rying charge from Seattle to outports provided for in the 
tariff. 

Under further questioning by Examiner DeQuevedo, Mr. 
McPherson said he did not know whether vessels could safely 
berth in the outports named in the tariff, as such berthing de- 
pended not only on the depth of the water, but also on condi- 
tions such as approaches to the harbors. 

Mr. McPherson went on to describe methods of discharg- 
ing vessels, from the actual unloading of the cargo to its final 
segregation in the shed. He defined ship’s tackle as the point 
of rest of the cargo in the shed, and added that shippers would 
not be able to get their goods from the docks of his line while 
the ship was still in the process of unloading. 

Asked by the examiner as to his company’s future policy 
Mr. McPherson said it had adopted an attitude of watchful wait- 
ing. He added that, if the rate structure was lowered, his 
company would find it necessary to lower its tariff to the so- 
called competitive level, Whatever that may be at the time. 

In a statement read later with respect to the classification 
of the various lines, Mr. McPherson said he considered the 
present system of dividing the lines into A, B and C groups 
illogical. He protested the differential system of rate fixing based 
on speed and frequency of service and advocated a uniformity 
of rates and a system whereby each line would carry the goods 
for which it was economically best suited. There should be 
no difference in rates, he said, for the different classes of 
service. A competition of services, not of rates, should exist 
in the trade. 

Questioned by Major F. W. S. Locke, vice-president of the 
Nelson Line, as to why the American-Hawaiian Line offered 
the public a differential despite the fact that it opposed it, 
Mr. McPherson said a great many of the present set-ups in the 
trade were a result of compromise between conference lines 
and, as long as the American-Hawaiian remained a conference 
line, it could do nothing but abide by conference practices. 

In reply to further questions by Major Locke, Mr. McPher- 
son said freight solicitors of the American-Hawaiian Line and 
the Williams Line worked independently of each other, though 
in the same office. 

Major Locke charged that the American-Hawaiian Line had 
many more ships to throw into the intercoastal trade than 
reported at the hearings, inasmuch as the line was definitely 
connected with the greater number of American flag ships 
available for charter, and could always draw on the ships of 
the Oceanic and Oriental Navigation Company, comprising the 
original service of the line, 

Mr. McPherson said his company had purchased the Wil- 
liams Line to aid in averting a rate war. The Williams Line, 
he said, was always a disturbing factor in the trade. 

Under questioning by H. J. Wagner, of the Norfolk-Ports- 
mouth Port Traffic Commission, Mr. McPherson said the three 
rate structure system was impossible of maintenance. Eventually, 
B lines would, by cooperating in the staggering of their serv- 
ices, be transposed into C lines, completely eliminating the B 
class and leaving the port in question to be served by either 
A or C lines. 

No conference or pooling arrangement would be necessary, 
he added, if the various companies went out and purchased their 
ships with their own money or With financial help from banks. 
Common sense would rule, with the consequent working out 
and leveling of rates to one reasonable par, 

Robert Thackara, chairman of the U. S. Intercoastal Con- 
ference, testified briefly about the various conferences since 
1920 which came into existence and were then abandoned. He 
spoke of the conference established in August, 1920, and dis- 
banded in June, 1922. This conference, he said, published a 
tariff of rates that were, on the average, higher than those of 
today. The conference of August, 1923, arrangements of which 
were modified in April, 1925, was predicated on the theory of 
differentials. Since 1920, he added, there had been a general 
downward trend of rates. 

W. P. Rudrow, vice-president of Dichmann, Wright and 
Pugh, general agents for the Arrow Line, subscribed, in gen- 
eral, to Mr. McPherson’s definition of ship’s tackle. 

Questioned by the examiner as to what his line intended 
to do should the intercoastal conference remain disbanded, Mr. 


_ Rudrow said he foresaw tremendous difficulties if each operator 


filed his own tariff with no consideration of other operators. 
He added that he thought the classification of lines of the last 
conference a fair one. 

Mr. Rudrow mentioned the fact that the Gulf Intercoastal 
Conference had as yet taken no action in respect to the addition 
of Charleston to the Shepard Line’s ports of call. If, however, 
the proposed new tariff of the Nelson Line went into effect, he 
said, the Gulf Conference would undoubtedly lower its rates, 
with the Arrow Line, of necessity, following suit. In the mean- 
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while, he added, his company was contemplating no future 
action. 

In reply to a question by the examiner, Mr. Rudrow said 
the Arrow Line would have joined the conference regardless 
of whether the pooling arrangement was in effect, provided 
other changes in the conference structure, particularly the 
abolition of the port equalization practice, were made. 

At the conclusion of Mr. Rudrow’s testimony, Examiner 
DeQuevedo read a telegram from the Shipping Board Bureau at 
Washington, suspending the proposed new Weyerhauser Line 
tariff. 

Views of Calmar Line 


In view of additional testimony presented at this session 
of the investigation, H. W. Warley, vice-president and general 
manager of the Calmar Line, took the stand August 14 and 
read a statement regarding the views of his line. 

Intercoastal steamship lines should be classified into two 
groups to be designated as A and B, he said. There should 
be a differential of ten per cent on A over B on all items in the 
tariff, with class rates On eastbound and westbound sailings. 

The sole determining factor in the fixing of rates should 
be the time in transit of the various lines. Any line having 
vessels capable of A-class speeds should jhave the option of 
grouping itself in either A or B, provided the schedule of that 
line and the time in transit conformed with its advertised tariff. 

Individual lines should have the choice of jointly arrang 
ing their schedules. Any line that classified itself ag a B 
line and maintained a schedule of less than twenty-one days 
from ports North of Hatteras to the West Coast, and from 
the port of Los Angeles to points North of Hatteras, should be 
punished. 

Delayed time because of loading or other causes should 
not affect the advertised class of the line. The lines, in the 
opinion of Mr. Warley, should definitely be compelled to adhere 
to their advertisements with respect to frequency, speed, and 
ports of call. 

According to Mr. Warley’s proposed set-up, the practice of 
port equalization or port allocation would be discontinued. 

In reply to a question by Examiner DeQuevedo, Mr. Warley 
explained that he had arrived at his figure of a ten per cent 
differential by a close study of the pooling agreement figures 
of the last conference, as well as the differentials offered in 
other trades. However, should this figure be either too high 
or too low, the practical application of his plan would, in Mr. 
Warley’s view, automatically give rise to a reasonable spread 
of rates, | 

Questioned further by the examiner, Mr, Warley said the 
three scale rate structure was highly impractical and unprofit- 
able for the B lines, inasmuch as they were eventually forced 
either to sell or divide their fleets and assume a C grouping 
to exist under the 1933 intercoastal act. 

E. J. Karr, traffic manager of the Calmar Line, detailed the 
principle of absorptions as practiced by his line in the San 
Francisco Bay and Puget Sound areas. The Calmar Line, he 
said, had a 10% per cent absorption charge at these points, 45 
cents on canned goods and 23 per cent to the ship's tackle. By 
ship’s tackle, he explained, the actual hook was meant, not the 
place of rest in the shed. 

Mr. Karr went on to discuss the variations in absorption 
charges practiced at divers points. 

Resuming the stand, Mr. Warley answered a question by 
Frank Lyon, counsel for the Luckenbach Line, by stating that 
he believed in the total elimination from the intercoastal trade 
of the practice of absorption charges. Absorption charges, he 
said, tended to form an unreasonable spread of rates and create 
bad transportation. 

Asked by Major Locke how such an elimination would affect 
the returns of the class B lines, Mr. Warley replied that their 
trade would, in all likelihood, show an increase at various points. 

Returning to the question of what was meant by ship's 
tackle, Mr. Warley subscribed to Mr. Karr’s testimony. He 
added, however, that the port of Los Angeles was the one ex 
ception to the rule. 

In reply to another question by the examiner, Mr. Warley 
said the Calmar Line found it impossible to take deliveries al 
the point of ship’s tackle because of the difficulty of synchroniz 
ing motor car and truck transportation with the time in un- 
loading a vessel. 

Mr. Rudrow corrected his previous testimony with regard 
to the port of Norfolk. Cargo, he said, was handled at Norfolk 
by ship’s labor from the hook to the point of rest on the dock. 

A. J. Mouris, traffic manager of J. H. Winchester and Com- 
pany, agents for the Pacific Coast Direct Line, said his company 
stood ready to accept the lowest rate in practice in the event 
that fhe suspensions on the proposed new tariffs of the various 
lines was lifted. Meanwhile, it also had adopted a policy of 
waiting. 
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Speed, frequency of service, and the number of vessels used 
were the essential factors in the fixing of rates, he said. 

He favored the return of the conference and conference 
classification of A, B and C lines, or any other set-up that would 
place his line on a parity with others offering similar service. 

Asked by the examiner why the Pacific Coast Direct Line 
failed to answer the recent questionnaire distributed by the 
Shipping Board, Mr. Mouris replied that it had received none. 
lhe Weyerhauser Line, he added, whose ships were chartered 

by the Pacific Coast Direct Line, did receive a questionnaire, 
which he answered. His company was so intimately connected 
vith Weyerhauser “interests in the minds of the public, he said, 

at he suspected that the Shipping Board, realizing this, in- 
tended a joint answer on the single questionnaire. 

It was charged by several at the hearing that the Pacific 
Coast Direct Line was neither a steamship line nor what is 
egally termed a common carrier. The line, it was said, owned 
) ships, but chartered them from the Weyerhauser Line whose 
eastbound service it supplemented with a westbound service. 

Examiner DeQuevedo said the board was not interested in 
making a case for or against a company, but was simply interested 

hearing testimony on the proposed tariffs. 

Questioned by T. J. Hanson, Mr. Mouris admitted that both 
he Weyerhauser and the Pacific Coast Direct lines partici- 
pated in the pooling agreement of the conference and received 
om it a greater amount than they put in. 

Mr. Hanson charged that the lines in question received 25 
ents for carrying lumber when they joined the conference, plus 
heir participation in the pool, receiving what amounted to a 
mus, 

R. F. Burley, traffic manager of the McCormick Steamship 
Company, testified that he did not believe that intercoastal 
teamship lines should apply terminal rates to or from ports that 
were not suitable for direct call of intercoastal ships, Such a 
practice, he said, was distinctly unfair to those communities that 
pent a great deal of money dredging, repairing, and building 
eir port and harbor facilities. 

He quoted statistics proving, in his opinion, that a B line 
iffered severely in competition with an A or C line. The 
\icCormick line, he said, had steadily been losing tonnage because 

its inability to compete successfully with the staggered sail- 
s of the various C lines. 

He advocated a double rate structure with a differential of 

per cent. The number of vessels used, he said, was not a 
proper reason for setting a differential. 

If the present suspended tariffs should go into effect, the 

| \icCormick Steamship Line would be forced to meet competition 
filing lower tariff, he concluded. 


End of Hearing 
The taking of testimony in regard to the suspended inter- 
istal tariffs was concluded August 15. 
Resuming the stand, Mr. Burley said that, in his opinion, 


ere existed no overtonnage problem in the intercoastal trade. 
, No steamship line, he explained, could hope to continue to 
; perate in the trade unless it was reasonably assured of getting 


| a full load in at least one division. 
In answer to a question by E. B. Long, counsel for the 
Nelson Line, he said his company operated nine vessels on a 


: ten-day frequency and that one of the outstanding characteristics 
of a B line was its irregularity of service. The vessels of the 
, McCormick Steamship Line would remain in port beyond the 
t scheduled sailing time should the booking of additional cargo 
e necessitate such a delay, he said 
e Mr. Long was then called to the stand for cross-examination. 
e He admitted that he believed in increasing the sailing frequency 
m ten to seven days, but he added that the Nelson Line had 
t no intention of so doing. 
ir No differentials between the B lines should be allowed in 
~ practice, Mr. Long insisted, but there was a definite need for 
. i ten per cent differential against the A lines. Questioned by 
e Mr. Lyon as to how an A line could become a B line, Mr. Long 
x said an A line could dispose of its own vessels and charter 
essels that would qualify for B service. 
y R. A. Lauckhardt, representing the Dollar Line, upheld the 
ul ngle rate plan of Mr. McPherson, of the Williams Line, in 
Z nnection with the needs of his line, which maintains an in- 
n llexible service between two North Atlantic ports—Boston and 
New York. He said the disadvantage of calling at only these 
rd (Wo ports offset the advantage of maintaining a rigid schedule. 
1k Mr. Lauckfardt told how the practice of port equalization 
kK. applied by his line, A clerk, he said, called up the rail- 
m road to find out the rates for Chicago, Norfolk, and Baltimore, 
ry ‘nd how much the shipper would be allowed in the way of port 
nt equalization. No difficulty was experienced by his line in ob- 
us taining such information. Tariffs and schedules on file readily 
ol told the story, he added. 


In reply to a question by Mr. Farrell, he said, the ships 
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of the Dollar Line did not call at any other of the north Atlantic 
ports for the simple reason that they found it inconvenient. No 
restrictions were placed on them. 

Mr. Mount, counsel for the Calmar Line, read a statement 
of additional information in regard to the chartering of the 
Harpoon, owned by the Shepard Line, in July. The vessel loaded 
wheat at Seattle for the Gulf and several unnamed north Atlantic 
ports. Representatives of the Shepard Line said they could 
not vouch for the cost of operation since they did not know 
what the ports of discharge were. It was expected the vessel 
would make a voyage of approximately five weeks. Dues of 
$4,886.46 were paid on her last trip through the Panama Canal, 
it was brought out, but her time in transit was unknown. 

Major Locke under questioning by his counsel, said the 
Nelson Line would be willing to adopt a twenty-one day fre 
quency and expressed the hope that the other intercoastal lines 
would keep to their present frequencies. 

In adjourning the hearing, Examiner De Quevedo announced 
that a public hearing would be held as soon as the answers 
to the questionnaire had been submitted by the various lines. 
The time set for the filing of briefs, he said, would either be 
canceled or postponed, depending entirely on the amount of time 
that would be consumed in dealing with the questionnaire. 

After an informal discussion as to the nature of the ques 
tionnaire, it was finally decided to include information relative 
to freight rates, tonnage data, wages of crews, and all othe! 
details covering a period deemed by each individual line as 
necessary to the presentation of a complete picture of its pre 
vious position in the trade and its present stand, 


IMPROVEMENT OF WATERWAYS 
Acting Secretary of War MacArthur has approved the fol 
lowing allotment of funds for river and harbor works: 
Locks and dams, Ouachita River, Ark. and La., $169,000: 
locks and dams on Green and Barren Rivers, Ky., $72,000; lock 
and dam in Rough River, Ky., $1,200. 


N. Y. HARBOR CARRIER CODE 


The NRA has announced that a public hearing will be held 
on a proposed code of fair competition for the harbor carrier 
industry of the port of New York, August 30, in the Chinese 
Room of the Mayflower Hotel, Washington, D. C. Deputy Ad 
ministrator J. B. Weaver will preside. Under the proposed code 
members of the industry would be divided into four groups 
as follows: Lighterage, cement transportation, coal carrying 
and deck scow. 


BIDS FOR VESSEL 

James Craig Peacock, acting director of the Shipping Board 
Bureau, Department of Commerce, opened birds August 16 for 
the purchase of the steel cargo ship Remus. The following 
bids were received: Northern Metal Co., Inc., Philadglphia, Pa., 
$9,250; vessel to be scrapped; and Gulf Pacific Mail Line, Ltd., 
San Francisco, Calif., $65,000; vessel to be operated for 5 years 
on ocean mail route No, 565. 

The Remus, of 7,644 deadweight tons, was built under the 
Shipping Board's war-time construction program in 1919 by the 
Todd Shipbuilding & Dry Dock Co. It is in the government 
laid-up fleet in the James River. 


INTERCOASTAL RATES PROTESTED 

R. C. Thackara, on behalf of intercoastal carriers, has filed a 
petition with the Shipping Board Bureau seeking suspension of 
proposed reduced rates published in Shepard Steamship Co.’s 
tariffs SB-I Nos. 1 and 2, both eastbound and westbound, effec- 
tive August 24, on the ground that the reductions are altogether 
unwarranted and are lower than the rates common to inter 
coastal carriers generally. 

Among the commodities on which reductions are proposed 
and which are protested, are fish and vegetable oils, acids of 
many kinds, chemicals, drugs, confectionery, ammonias, roofing 
and sheathing, dyes, canned goods, coal in bulk, glycerine, lum 
ber, paint and paint materials, soda ash, and nitrate of soda. 


OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


No outstanding developments have taken place in the last 
week in the full cargo trades. Little business developed in the 
grain charter market. More scrap was reported closed to the 
Far East, while additional tonnage in the time charter division, 
with the exception of the West Indies division, presented a 
fairly active picture. 

Though quiet, the grain freight trade reported an unusual 
fixture—that of the Steamer Hartbridge, of 3,132 net tons, from 
New York to South Africa on a basis of 15s 6d for August 
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loading. Another steamer of 6,800 tons on a basis of 16s 6d for 
September loading was also reported in the New York to South 
Africa run. 

In a small list of trans-Atlantic sugar fixtures was a motor- 
ship of 1,985 net tons, fixed from Cuba to Casablanca at 14s 3d 
for the end of August loading; a steamer of 1,775 tons fixed 
for part cargo from Cuba to the United Kingdom and Continent 
at 13s, also for August loading; and a steamer of 6,000 tons 
chartered for the Cuba-United Kingdom-Continent on a basis 
of 13s 9d for single port loading, 14s if two ports, for the last 
half of August. 

Included in a long list of time charters were a steamer of 
1,412 net ton, fixed from 9 to 12 months for the West Indies 
trade at about one dollar, commencing in September; a 3,850 
net ton steamer for a single trip from New Orleans to the North 
Pacific ports for August loading; a 3,471 ton steamer for round 
trip from the North Pacific to the Gulf trade for August load- 
ing; a 1,996 net ton steamer with grain cargo from the Columbia 
River or Puget Sound to the Gulf or North of Hatteras for 
August loading; and a 2,052 net ton steamer for delivery Que- 
bec, redelivery United Kingdom and Continent, via Hampton 
Roads on a basis of 3s 74d for prompt loading. 

Coal reported but one fixture, a steamer of 3,000 tons fixed 
from Cardiff to Montreal or Quebec on a basis of 6s 6d, f. d., 
prompt loading. 

Among the tanker fixtures reported were a 9,500 ton motor- 
ship with dirty cargo from the Gulf to Havre at 9s 6d for 
August loading; a motorship of 13,500 net tons, fixed on a time 
charter basis for ten months trans-Pacific dirty trade, at 4s 9d, 
commencing in November; a motorship of 9.000 tons with clean 
cargo from California to Japan at 10s 6d for September load- 
ing, and a motorship of 8,500 tons with dirty cargo from the 
Gulf to Havre/Hamburg range 9s 3d for loading in August. 

A small list of scrap iron fixtures reported a motorship 
fixed for the Atlantic or Gulf ports to the Far East for the 
last half of August loading. 

The Seafarers’ Council of New York and the Oil Tanker 
Tradés Group of the American Steamship Owners’ Association 
have reached an agreement whereby, effective August 15, wages 
of licensed and unlicensed men are increased from ten to twenty 
per cent, and the men will receive vacations with pay and 
other concessions. 

Bert L. Todd, general secretary of the United Licensed 
Officers, in making public a letter to the Secretary of Com- 
merce Daniel C. Roper, asked that a federal code or agreement 
be drawn immediately to settle the controversy between the 
seagoing personnel of American vessels and their employers over 
wages and working conditions. He pointed out that the United 
Licensed Officers had been trying for ten months to obtain a 
code that would grant the men the right of collective bargain- 
ing. He assailed the American Steamship Owners’ Association 
for refusing to meet with representatives of the United Licensed 
Officers and settle the difficulty. 

The Oil Tanker trades group of the American Steamship 
Owners’ Association adopted a resolution recommending that the 
owners of American oil tankers adopt a scale of wages and work- 
ing conditions on ocean-going ships that had been worked out 
in cooperation with the Seafarers’ Council of New York to become 
effective on shipment of each crew on and after August 15, 193 





REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended August 4 
totaled 611,298 cars, which was an increase of 2,450 cars above 
the preceding week, but a decrease of 9,184 cars under the cor- 
responding week in 1933. It was, however, an increase of 114,672 
cars above the corresponding week in 1932 (see Traffic World, 
August 11). 

Miscellaneous freight loading for the week ended August 
4 totaled 224,808 cars, an increase of 2,062 cars above the pre- 
ceding week, 5,448 cars above the corresponding week in 1933, 
and 48,469 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
159,872 cars, an increase of 1,439 cars above the preceding week 
this year, but a decrease of 13,460 cars below the corresponding 
week in 1933, and 7,105 cars below the same week in 1932. 

Grain and grain products loading for the week totaled 42,820 
cars, a decrease of 791 cars below the preceding week, but 
13,163 cars above the corresponding week in 1933, and 5,588 cars 
above the same week in 1932. In the Western District alone, 
grain and grain products loading for the week ended August 4 
totaled 27,560 cars, an increase of 8,395 cars above the same 
week in 1933. 

Forest products loading totaled 22,048 cars, an increase of 
333 cars above the preceding week, but 5,886 cars below the 
same week in 1933. It was, however, an increase of 7,795 cars 
above the same week in 1932. 
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Ore loading amounted to 30,170 cars, a decrease of 633 cars 
below the preceding week, 1,393 cars below the corresponding 
week in 1933, but 24,217 cars above the corresponding week in 
1932. 

Coal loading amounted to 99,099 cars, a decrease of 1,618 
cars below the preceding week, and 17,701 cars below the cor- 
responding week in 1933. It, was, however, an increase of 
20,695 cars above the same week in 1932. 

Coke loading amounted to 4,735 cars, an increase of 207 cars 
above the preceding week, but a decrease of 2,053 cars below 
the same week in 1933. It was, however, an increase of 2,190 
cars above the same week in 1932. 

Live stock loading amounted to 27,746 cars, an increase of 
1,451 cars above the preceding week, 12,698 cars above the 
same week in 1933, and 12,823 cars above the same week in 
1932. In the Western Districts alone, loading of live stock for 
the week ended August 4 totaled 24,369 cars, an increase of 
12,688 cars above the same week in 1933. 

All districts except the Northwestern, Centralwestern and 
Southwestern reported reductions for the week ended August 4, 
compared with the corresponding week in 1933, but all districts 
reported increases compared with the corresponding week in 
1932. 

Revenue freight loaded by districts for the week ended 
August 4 as compared with the corresponding period of 1933 
was reported as follows: 


Eastern district: Grain and grain products, 7,003 and 5,115; liv 
stock, 1,238 and 1,419; coal, 22,737 and 22,658; coke, 1,315 and 1,641 
forest products, 1,249 and 1,914; ore, 3,133 and 3,614; merchandise, L 
C. L., 42,819 and 47,983; miscellaneous, 50,681 and 53,715; total, 1934 
130,175; 1933, 138,059; 1932, 113,293. 

Allegheny district: Grain and grain products, 3,709 and 3,162; live 
stock, 1,155 and 1,035; coal, 26,477 and 28,601: coke, 1,862 and 2,929 
forest products, 1,233 and 1,521: ore, 5,425 and 5,694: merchandise, | 
C. L., 29,005 and 35,138; miscellaneous, 42,658 and 51,165; total, 1934, 
111,524; 1933, 129,245; 1932, 93,489. 

Pocahontas district: Grain and grain products, 379 and 190; live 
stock, 162-and 168; coal, 27,159 and 37,413; coke, 391 and 285; forest 
products, 495 and 764; ore, 53 and 286; merchandise, L. C. L, 5,146 
and 5,283; miscellaneous, 5,312 and 4,888; total, 1934, 39,097; 1933, 49 
277; 1932, 33,232. 


Southern district: Grain and grain products, 4,169 and 2,025; live 
stock, 822 and 745; coal, 11,970 and 15,352; coke, 248 and 342; forest 
products, 6,047 and 7,834; ore, 688 and 560; merchandise, L. C. L., 
27,677 and 29,191; miscellaneous, 30,952 and 27,764; total, 1934, 82,573; 


1933, 83,813; 1932, 71,407. 

Northwestern district: Grain and grain products, 11,951 and 8,887 
live stock, 9,410 and 4,441; coal, 3,167 and 3,926: coke, 647 and 1,298 
forest products, 5,664 and 7,463; ore, 19,459 and 20,370: merchandiss 
L. C. L., 19,575 and 19,924; miscellaneous, 27,076 and 23,564; total, 1934 
96,949; 1933, 89,873; 1932, 63,337. 

Central western district: Grain and grain products, 12,134 and 
7,581; live stock, 10,569 and 5,923; coal, 5,204 and 5,963; coke, 188 and 
175; forest products, 4,607 and 4,980; ore, 1,104 and 826; merchandise 
L. C. L., 23,237 and 23,240; miscellaneous, 42,782 and 35,530; total 
1934, 99,825; 3, 84,218; 1932, 80,688. 

Southwestern district: Grain and grain products, 3,475 and 2,6 
live stock, 4,390 and 1,317; coal, 2,385 and 2,887; coke, 84 and 118; for 
est products, 2,753 and 3,458; ore, 308 and 213; merchandise, L. C. L 
12,413 and 12,573; miscellaneous, 25,347 and 22,734; total, 1934, 51,155 
1933, 45,997; 1932, 41,180. 

Total, all roads: Grain and grain products, 42,820 and 29,657; live 
stock, 27,746 and 15,048; coal, 99,099 and 116,800; coke, 4,735 and 6,783; 
forest products, 22,048 and 27,934; ore, 30,170 and 31,563; merchandise, 
L. C. L., 159,872 and 173, 332; miscellaneous, 224,808 and 219,360; total 
1934, 611,298; 1933, 620,482; 1932, 496,626. 
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1934 1933 1932 

Four weeks in January ............. 2,177,562 1,924,208 2,266,771 
Four weeks in February ........... 2,308,869 1,970,566 2,243,221 
Five weeks in March ............-.. 3,059,217 2,354,521 2,825,798 
Four weeks in April .......... eooe 3,894,831 2,025,564 2,229,173 
ee es SE Eg cw wat esses eesawe 2,441,653 2,143,194 2,088, 088 
ys bo. 8 en) ere 3,078,199 2,926,247 2,454,769 
so. ge SE OY "Aer re ree 2,346,297 2,498,390 1,932,704 
Week ended August 4 .............4. 611,298 620,482 496,626 

WOE 6eneeneese a eenncesesechhnne 18,357,926 16,463,172 16,537,150 


LOANS TO RAILROADS 
As of July 31, the railroad loan accounts of the Reconstruc- 
tion Finance Corporation showed a total of $412,768,344.04 in 
loans made and repayments of $58,320,925.67. 





ELECTRIC RAILWAY STATISTICS 


The Commission has issued Statement No. 34117, contain- 
ing selected financial and operating data from annual reports 
of electric railways for the year ended December 31, 1933. 

Operating 6,159 miles of road, the carriers covered by the 
statement had a deficit in net income for the year of $6,579,088. 
Their operating income was $3,166,409. 

Passenger revenue totaled $33,584,402, while freight revenue 
totaled $15,364,990. 


ee 
a aeaeaeaeuaeoaesgzqoO“N06—=$=@—=™0$0—$0—q@$0—_"—”$q*$™$S a 


WANTED—Freight solicitors and individuals with shippers’ con- 
tact, who desire to build up an independent income incidental to thei! 
present activities. Write Frizzell & Co., Drexel Bldg., Philadelphia, 
Pa., for details. 
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Railroad Customers and Prospects 


The Fundamental Principle of Railroad Salesmanship—Third of a Series of Articles by 
Charles E. Parks* 


F people travel or forward and receive freight they are com- 
pelled to make use of some form of transportation. They 
are obliged to pay out money in exchange for this transpor- 

tation service; in other words, they must either buy what the 
railroad salesman sells—railroad transportation service—or they 
nust buy some competing kind of transportation. 

The question is, what impels them to make their choice. 

In the preceding articles of this series the reasons or motives 
that impel people to use railroad service or the service of com- 
petitors were analyzed, but, boiled down to fundamentals, there 

only one basic reason; to state it is to state the basic principle 

f railroad salesmanship. 

People choose a form of transportation because of a desire 
for some advantage which the use of that form gives—because it 
satisfies their transportation requirements. 

This is the first and basic principle of railroad salesmanship. 

is not peculiar to the railroad industry. This desire for an 

advantage is the universal motive for buying anything; it applies 

) the purchase of railroad service as to any other commodity 
r service. A person uses his own car, a bus line, a truck line, 
an air line, or a railroad because he believes he will get some 
idvantage in the form of lower rates, better service, more com- 
fort, or some other benefit. 


This sounds elementary, and it is, but the principle is often 
verlooked by the untrained railroad salesman and by those 
infamiliar with the psychology of the buyer of transportation 
na highly competitive selling field. Before going further into 
this discussion,. it should be thoroughly understood that the 
facts and principles brought out here relate entirely to the sell- 
ng of railroad service under competitive conditions such as the 
ndustry now faces. They do not relate to the sale of railroad 
ransportation under monopolistic conditions such as existed 
n the past. 

What a Railroad Sells 


In selling railroad service under competitive conditions a 

railroad company Sells not only a haul from one point to another, 
it the advantages of that haul via rail. A purchaser of rail- 

road transportation does not, in reality, buy the bare fact of 

transportation; he buys the comfort, convenience, speed, 
safety, and service that goes with it. When a passenger buys 
1 ticket, he does so, primarily, of course, for the sake of reach- 
ng his destination, but he decides to use the railroad because 

the advantages the train ride offers him—because it will 
take him to his destination more cheaply, more quickly, or 
more comfortably than some other form of transportation. These 
advantages from a sales point of view are more important than 
the bare fact of transportation. 

It is highly essential for the railroad salesman to get fixed 

his mind the difference between railroad transportation and 
the advantages of railroad transportation because the ability 
to distinguish between the two will have a big influence on his 
elling effort. 

Note this statement: “A railroad transports people between 
New York and Chicago.” This is an elementary statement of 
what railroad service is. 

Now note this statement: “A railroad transports people 
between New York and Chicago comfortably, safely and quickly.” 

The latter is a statement of the advantages of railroad 
assenger service between New York and Chicago, the words, 
comfortably, safely and quickly,” expressing the advantage. 
ne can travel between New York and Chicago by various means 
f transportation. He can take a plane or a bus or he can use 
i private automobile. He can, if he wishes, take a boat, ride 

irseback, travel in a buggy, an oxcart, or he can ride a bicycle, 
r even walk. Any of these means will get him there. 

The same is true of a freight movement. Shippers are 
hot dependent on railroads to move their goods between New 
York and Chicago, and freight was being transported between 
these two points long before the railroad connected them. 

But here’s the point—and it’s a vital one in selling. When 
a shipper or passenger uses a railroad to supply his transporta- 
ton needs, he gets certain advantages that other forms of 
ransportation cannot give him, and it is because of these ad- 
vantages that he is desirous of using railroad service; more- 


*The original plan contemplated .three articles in this series by 
Parks. To enable him to compete his thought, however, there 
be another, making four in all. 
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over, because of them, he is willing to pay the price charged 
for railroad service. 

Conversely, when he ceases to use railroad service and uses 
his own car, a bus, a truck, an air line, or a waterway, he has 
a reason for doing so. That reason is because he believes he 
will receive greater advantages by using this competitive service 
than by using the railroad. 


Why Advantages of Rail Service Should Be Known 


In order to acquaint a prospect with the advantages of rail- 
road service, the salesman must know what these advantages 
are, In other words, to sell railroad service, he must be familiar 
with two phases of railroad transportation; he must know what 
it is and what it does. He must be familiar with the nature 
of the service offered and he must be familiar with its advantages 
or benefits to the person to whom he seeks to sell. 

From a sales point of view, a knowledge of the advantages 
of railroad service is far more important to the salesman in his 
efforts to get traffic under competitive conditions than is a 
knowledge of what the service is. 

The reason for this is that a prospect is more interested in 
what railroad service will do for him—what advantages and 
benefits will accrue to him from using it—than in what it is. 
In many cases he is not even interested in the details of the 
service. Usually, he takes these for granted; but it is up to the 
salesman to suggest the advantages. 

For this reason, in selling railroad service under competitive 
conditions, the railroad salesman is in reality selling the ad 
vantages of railroad service to his prospect—the adyantages of 
traveling and shipping by rail. 

If this be true, the logical conclusion is that, in order to 
sell these advantages, they must be known; also, it must be 
known how they are superior to the advantages of other forms 
of transportation. The trend of modern salesmanship is to place 
greater emphasis on the advantages and benefits of the product 
or service being sold than on the product or service itself. 

For example, in selling an office filing case, the trained 
office equipment salesman studies the filing needs of the office 
and then endeavors to sell the advantages of his file to meet 
these needs. Only incidentally will he discuss the file itself 
and then only to back up his principal selling points relating 
to the advantages of the file to meet the filing needs of the office. 

The trained railroad salesman sells railroad transportation 
by the same principle. He uses his knowledge of railroad serv 
ice and of his company to indicate to prospective shippers and 
passengers the advantages they will receive from using that 
service. For example, he advises shippers concerning the loca 
tion, type, fire-protection, sanitation, capacity, accessibility, and 
equipment of the warehouse facilities of his company, not be- 
cause the facts themselves are of interest, but because they indi- 
cate the convenience, economy, and protection shippers will 
receive by using them and the ability of the company to supply 
their transportation needs. 


The Selling Viewpoint 


This is the selling viewpoint, and, as it is vitally important 
that it be known exactly what the selling viewpoint means in 
selling railroad service, let us examine a few cases. 

Suppose, in attempting to persuade a merchant in a town 
to use railroad service, a railroad traffic representative used as 
his selling point the newly installed pick-up and delivery service 
of his company in the following selling appeal: 


Our company has just installed pick-up and delivery service in 
this territory, Mr. Merchant. Freight tariffs have been filed by the 
company under which it will pick up outgoing L. C. L. shipments 
for rail movement within distances of 260 miles and provide truck 
delivery at destination, applying the flat rate and absorbing the 
trucking charge at each end. 


In this statement, the railroad salesman describes briefly 
the pick-up and delivery service of his company. If his prospect 
is intelligent, he will be able to figure out its advantages to him, 
as the salesman has not mentioned them. In other words, he 
has not delivered a sales talk. But suppose he made this state- 
ment: 


You don’t have to bother about bringing your L. C. L. ship- 
ments down to the freight house any more, Mr. Merchant. Our 
company will call for them and save you this bother and expense. 
Also, we will deliver any L. C. L. shipment consigned to you. This 
service is absolutely free, and it will end all your troubles in han- 
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dling less carload shipments. From now on you deal with only one 
responsible party—the North and South Railroad, and not some 
irresponsible truck line. This service will be mighty convenient to 
you; it’s going to save you a lot of time and expense. You'll be able 
to figure out the cost of any job in*advance and there will be only 
one transaction and one bill. Just call our agent and he'll do the rest. 


Notice the difference between this statement and the former 
one. Here the advantages to the shipper were the main points 
stressed, the description of the service being only incidental. 

In the first statement the railroad representative was 
thinking only of the new pick-up and delivery service of his 
company. He told his prospect what that service was. In mak- 
ing the second statement, he was thinking of the advantages of 
the service to his prospect and, when he delivered his sales 
talk, his remarks, naturally, were based on these advantages. 

The first statement reflected the service attitude. The 
railroad salesman was informing his prospect or customer of a 
service available to him; he could take it or leave it. He did 
not urge him or attempt to persuade him to use it. In other 
words, he didn’t attempt to “sell him.” This kind of personal 
salesmanship might be all right under monopolistic conditions, 
but it won’t get results under competitive conditions. This 
shipper does not have to use the pick-up and delivery service 
of the railroad. He can still use the truck line and, unless the 
advantages of the new railroad service are pointed out to him 
by a railroad salesman who knows how to sell, the chances are 
that he will continue to use the truck line. Moreover, should 
he decide, of his own initiative, to return to railroad service, 
realizing the advantages of the new service of the rail carrier, 
he would still have to meet the sales arguments of the sales- 
man of the trucking company; and it’s a sound assumption that 
the latter would use every form of sales strategy to retain the 
business. 

Selling Air-Conditioned Trains 


Let us consider another case, this time in connection with 
the sale of railroad passenger service. 

Suppose a passenger representative was endeavoring to 
persuade a prospective passenger to take a trip over the lines 
of his company and, as an inducement, mentioned the air-condi- 
tioned trains now being operated over its lines, in the following 
statement: 


Our company now has in daily service 175 fully air-conditioned 
ears and eight completely air-conditioned trains, This means that 
the temperature in these cars is automatically controlled; that the 
humidity is controlled; the air circulation is perfect; and all dust, 
dirt, and other air impurities are kept out. Even noise is subdued. 
Windows in these cars are for vision only, and they are kept per- 
manently closed The air drawn into the cars is filtered and dis- 
tributed evenly by means of an automatic ventilation system. A uni- 
form temperature is maintained by themostatically controlled heating. 


Here is an excellent description of what air conditioning 
is, but the salesman has not told his prospect what it means to 
him when he takes his trip—what the advantages of air condi- 
tioning are. His thoughts are centered on the service his com- 
pany offers—not on the value of this service to its passengers. 
He has left it to his prospect to figure this out for himself 
how he will personally profit from riding in an air-conditioned 
train, 

Note the difference between the above statement and this 
one: 

You'll experience an entirely new travel sensation when you ride 
in one of our new air-conditioned trains, Mr. Prospect. No matter 
how hot or cold it is on the outside, the air you breathe in these 
cars is fresh, balmy, pure—just right for health and comfort. It's 
always springtime in these air-conditioned trains. You arrive at 
your destination fresh and clean, In your berth you will look in 
vain for soot and cinders; you'll sniff in vain for that dead air odor. 
Air-conditioning makes it practically impossible to avoid sleep on 
our trains, And the elimination of noise makes the train ride very 
restful. 


Here the railroad salesman has described the advantages of 
air-conditioning. He has not left it to his prospect to figure it 
out. And the benefits of air-conditioning are primarily what he 
is interested in—not in the fact of air-conditioning itself. Which 
appeal would be the more effective in persuading the prospect 
to travel via rail—a technical description of what air-conditioning 
is, or a plain statement of what its advantages are to the 
traveler? 

The same sales principle applies to any other phase of rail- 
road service. If it is offered as an inducement to use rail 
service, the sales talk must be based on the advantages of the 
service to the prospect. This is the basic principle of railroad 
salesmanship. 

A knowledge of only one reason why a shipper should route 
his freight over the line the railroad salesman represents, or of 
only one advantage he will obtain from doing so, is of more 
importance in selling railroad service under competitive condi- 
tioned than a technical knowledge of all the rules in effect on a 
railroad. 
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This is the selling viewpoint. 

This, of course, does not mean that the railroad salesman 
should not be acquainted with the details of the service; in 
fact, he has to be before he can outline the advantages. For 
instance, he must know what air-conditioning is, so that he can 
describe its advantages; he must know the detuils and tariff 
provisions governing the pick-up and delivery service of his 
company before he can tell a prospect how it will benefit him 
But, from a strictly sales point of view, the benefits and ad 
vantages that shippers and passengers may obtain from using 
railroad service are the factors that will influence them to us: 
that service. 

The Service Viewpoint 


It is realized, of course, that the ability of a railroad to 
give the type of service shippers and passengers want is, after 
all, the determining factor in the ability of a road to obtain 
and retain traffic. The point is that, under competitive condi 
tions, that service must be sold by modern methods. But a 
vast amount of railroad traffic is not competitive and, to retain 
it, the selling methods used are not so important as the service 
given. 

A manufacturer was discussing a change of shipping policy 
with his traffic manager. In ending the discussion he said: “We 
will not make the change until I go over the matter with John 
son of the - Railroad. When he calls next time send him 
in and we'll see what he says.” 

The attitude of this manufacturer expresses the service 
viewpoint involved in the sale of railroad transportation. It is 
not necessary to sell him the idea of rail service. It is onl) 
necessary for the railroad representative to give him service 
when he calls. He considered the railroad representative more 
than a railroad salesman. He was his traffic counselor and de 
pended on him for his advice in formulating shipping policies 

The same attitude is expressed by the prospective passenger 
who asks. which is the best train to take, or the small shipper 
who wants his freight traced. 

Prospective shippers and passengers require service before 
as well as after they become users of railroad transportation 
This means that the railroad salesman must be prepared to give 
service in connection with his selling efforts. He must be able 
to advise his prospects concerning their transportation needs; 
he must attempt to solve their transportation problems; he must 
use his personal efforts to get their shipments through without 
delay; he must be able to furnish information as to rates and 
service and keep informed on new developments. 


The spirit of any business like transportation whose product 
is largely service must be based on service, not only when the 
transportation is being rendered but when it is being solicited. 
In this way the railroad salesman will be able to hold his cus 
tomers and prevent the loss of their business. He will create 
good will for his company. This is a phase of selling railroad 
transportation that is just as important as pointing out the ad 
vantages of railroad service to undecided prospects in an at 
tempt to persuade them to ship or travel by rail. By rendering 
this kind of service, the railroad salesman not only sells one 
ticket or obtains one routing order, but he builds up a per- 
manent clientele. 

To give this kind of service it is more important to know 
what railroad service is than what its advantages are, as the 
ability of the railroad salesman to serve his customers depends 
a great deal on his knowledge of the service being suggested. 

By keeping in mind this dual function of the railroad traffic 
representative—that of a serviceman and of a salesman—the 
railroad traffic solicitor will obtain a balanced viewpoint and will 
understand why a knowledge of .-railroad service and the ad- 
vantages of that service are equally necessary and important in 
his contacts. : 

If his job is to sell—to persuade people to use railroad serv- 
ice, particularly in the face of competition—he must acquire the 
selling viewpoint and base his sales talk on the advantages of 
rail service that will meet the transportation requirements of 
his prospects. 


On the other hand, if his job is to serve his customers, it is 
not necessary to sell them but rather to keep them sold on rail- 
road transportation; he can do this best by acting as a trans 
portation counselor or serviceman rather than a salesman. 


This analysis is nothing new to the trained railroad traffic 
representative; in fact, it is rather elementary. Nevertheless, 
it is necessary to bring out in sharp relief the primary reasons 
that induce people to travel and route freight, because a knowl- 
edge of such reasons or motives is the basic foundation of all 
sales effort. It enables the railroad salesman to sell intelli- 
gently; it will enable him to realize the folly of hit-and-miss 
sales efforts in attempting to get traffic in a highly competitive 
selling field. Also, it will, perhaps, enable the untrained sales- 
man to realize that successful railroad salesmanship is governed 
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by certain principles and that selling railroad service is not a job 
to be tackled by an untrained enthusiast, regardless of how neat 
ind Pleasing his appearance, how magnetic his personality or 
how good he is at “mixing.” To obtain the maximum results 
from his selling efforts he must not only know how, but he must 
be familiar with the principles back of his efforts. 


REDUCED AIR EXPRESS RATES 


Reductions ranging from 8 to 50 per cent in nation-wide air 
express rates have just been placed in effect, it is announced 
by the air division: of the Railway Express Agency. The series 
of reductions makes the new rates less than one-third of what 
they were three years ago, though air express speed has been 
increased forty miles an hour, 

Major reductions are in lower weight packages, including 

minimum charge between any two airports of 85 cents, a 
fifty-flve per cent reduction. The new rates provide a uniform 
charge from New York to all Pacific coast points, irrespective 
f distance. A comparison of rates follows: 

New York to the Pacific coast: One pound, reduced from 
$1.80 to $1.00; five pounds, from $5.64 to $4.80. Chicago to New 
York: One pound, reduced from $1.25 to $1.00; five pounds, 
$2.14 to $1.92. Seattle to Los Angeles: One pound, reduced 
from $1.25 to $1.00; five pounds, $2.84 to $2.56. Reductions on 
100-pound shipments from coast to coast average approximately 
eight per cent. 

The rates have been reduced to increase the volume of air 
express, Which is said to have been stimulated every time the 
rates have been reduced. 

The rates include door-to-door pick-up and delivery, han- 
lling of shipments prepaid, collect and C. O. D., and a single 
ill of lading for combination air and air-rail shipments. 

United Air Lines will carry the express in its three-mile-a- 
minute multi-motor passenger transport, including overnight 
leliveries to cities ag distant as 2,000 miles. 


> 
PWA AIR PROJECTS 
Allotment of $465,000 to the Bureau of Air Commerce of 
the Department of Commerce for installation of a lighted air- 
way from Washington, D. C., to Nashville, Tenn., has been an- 


ounced by. Public Works Administrator Ickes in a statement 
ontinuing as follows: 


Creation of the lighted airway, 580 miles long, will do away with 
ent emergency fiying conditions on the route, and will add a 
ehly desirable link to the nation’s lighted airway system. At pres 
contract air mail planes are using the route, but are unable to 
- night and can carry no passengers because of the lack of proper 
iL1es, 
The route will run from Washington via Lynchburg and Roanoke, 
through Bristol and Knoxville, Tenn., to Nashville. Standard 
ition beacons and emergency landing fields will be installed. In 
tion, 11 small radio stations will be placed along the route to 
vide radio range service and point to point communication for 
ines for the collection and dissemination of weather information. 
Che stations will be installed at or near Culpepper, Warren, Lynch- 
L Roanoke, Pulaski and Marion, all in Virginia, and Bristol, Mor- 
own, Knoxville, Harriman and Sparta, in Tennessee. Each station 
cost around $19,000, 
The project was undertaken by the PWA to meet the emergency 
litions existing along the route at present which make it im pos - 
to maintain full operating schedules. In addition to providing 
air mail service, the airway will open a direct route from Wash- 
ston to the Southwest. No funds were available in the Department 
{ Commerce for the project. 
Surveys for the airway have not been started, but standard airway 
ifications will be followed. Landing flelds and beacons will be 
blished in accordance with standard policy of alignment and 
ing, Work can be started almost immediately. 
he project will require about 10 months for completion. It is es- 
ted that employment will be created for a daily average of 80 
on the airway work, with a total of 64,000 man-hours. Installa- 
of each radio station will require a daily average of four men 
a total of 2,580 man-hours each. 


Allotment of $508,000 to complete the “master series” of 
‘vViation navigation maps of the United States also was an- 
hounced by Public Works Administrator Ickes. The fund will 

idministered by the aeronautics branch of the Department 

Commerce, according to the PWA, which says: 


he project is regarded as imperative to the development of avia- 
in the United States. At present there is no master series of 

tion maps for the nation, and in many sections it is necessary 
lots to fly by ordinary automobile road maps, frequently inac- 

te as to location of airports and landing fields. 

‘he situation is regarded as highly. emergent by aviation author- 
and completion of the map series contemplated in the air com- 
act of 1926 was urged by the Department of Commerce. Under 
resent limited appropriation the series of 87 maps eould not be 
eted in less than 10 years. 

\t the present time, 19 of the 87 necessary maps have been com- 
i. Under the PWA allotment, the work will be pushed to ful- 
nt as speedily as possible. It entails both grotind and aerial sur- 
nd reconnaissance, States which will be included in the work 

\labama, Arizona, Arkansas, California, Colorado, the District 
imbia, Florida, Georgia, Idaho, illinois, Iowa, Kansas, Kentucky, 
ina, Minnesota, Mississippi, Missouri, Montana, Nebraska, Ne- 
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vada, New Mexico, North Carolina, North Dakota, Oklahoma, Ore- 
gon, South Carolina, South Dakota, Tennessee, Texas, Utah, Virginia, 
Washington, West Virginia, Wisconsin and Wyoming. 

Completion of the map series was unanimously approved by the 
interdepartmental advisory committee on aviation as being immedi- 
ately desirable and necessary in conformance with the national avia- 
tion policy. 


AIR EXPRESS GAINS 

Air express on United Air Lines’ coast-to-coast and Pacific 
Coast routes showed a gain of 179 per cent the first seven 
months of this year over 1933, the company announces. This 
increase is attributed to a forty-mile-an-hour faster speed of 
airplanes this year than last, 2,000-mile overnight delivery, lower 
rates, improved pick-up and delivery system, and the educational 
campaign to have express moved by air as regular shipments. 

United and several other air lines are affiliated with the 
Railway Express Agency, whose pick-up and delivery system is 
used for both air and air-rail shipments. 


VIDAL TO SOUTH AMERICA 

Eugene L. Vidal, director of air commerce, Department of 
Commerce, left Washington August 15 for an air line inspec- 
tion trip which will take him through the West Indies, down 
the east coast of South America to Argentina, across to Chile, 
up the west coast of the southern continent, through Central 
America and Mexico, to Texas. 

Mr. Vidal’s trip will be the first official inspection by the 
Bureau of Air Commerce of the American-owned air lines in 
Latin America. These airlines were brought under the juris- 
diction of the bureau with respect to safety regulations for 
passenger travel, by legislation enacted in the last session of 
Congress. Previously, the airline regulations had applied only 
to domestic routes. 

At Miami, Fla., Mr. Vidal boarded the new long-range air- 
liner of Pan American Airways for Rio de Janeiro, where it 
will be christened “Brazilian Clipper” by the wife of the Presi- 
dent of Brazil. At Rio, Mr. Vidal will transfer to the regular 
scheduled operations of the American-owned airlines for the 
remainder of the trip. 


AIRCRAFT PRODUCTION 

Airplanes manufactured in the United States during the 
first half of 1934 numbered 748, of which 374 were for domestic 
civil use, 264 for military delivery, and 110 for export, according 
to an announcement by the Bureau of Air Commerce of the 
Department of Commerce. In the first six months of 1933 the 
number of airplanes produced was 673, of which 310 were for 
domestic civil use, 212 for military delivery and 151 for export 

The greatest monthly production was in June when 196 
were manufactured as against 96 in January. Ajircraft con- 
structed for domestic civil use numbered 24 in January while 
in June this figure had grown to 113, The 374 airplanes built 
for domestic civil use in the first six months of this year in 
cluded 273 monoplanes and 101 biplanes. Of the monoplanes, 
122 were open cockpit and 151 were cabin types. The biplanes 
included 29 open cockpit and 72 cabin aircraft. 

Aircraft production figures in this report are based on a 
record of Department of Commerce licenses, identification marks 
issued for unlicensed airplanes, and reports as to military 
deliveries and export production for aircraft manufactured in 
the first half of 1934. There is a possibility, however, that 
there still may be a few aircraft which were manufactured in 
the period for which licenses or identification marks have not 
yet been sought. 


AIR COMMERCE REGULATION 


“At this time every indication points to next year as being 
the beginning of a great era of development and expansion of 
all phases of American aviation,” said Eugene L. Vidal, direc 
tor of air commerce of the Department of Commerce, in an 
address August 15 at a conference with air line operators on 
proposed amendment of regulations governing the operation of 
air lines. 

Aircraft itself, asserted the director, particularly that de- 
veloped in this country, had been increased in speed and im- 
proved in structure to such a remarkable degree within the 
last year or so that its use and economics as a vehicle of trans- 
portation showed more possibilities than ever before. He said 
he welcomed the “opportunity of congratulating the air line 
operators for the unparalleled progress made during the past 
year under rather adverse conditions,” 

“In fact,” said he, “those of us in the department who are 
familiar with air line problems feel an ever increasing admira- 
tion for your courage and vision, since developing air lines 
require both qualities.” 

Director Vidal referred to the authority the department 
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now had to investigate causes of aircraft accidents, granted 
by the amendment to the air commerce act passed by the last 
Congress, as well as the authority to promulgate and enforce 
safety regulations. 

“At the conclusion of this conference we should be in 
agreement as to the form of regulations that will do most to 
safeguard the travelers who patronize the lines,” said he. “If 
that is accomplished, and if the new regulations assist the 
industry in providing a safe and reliable transport service over 
all the routes traversed by scheduled craft, greater success 
for the airlines will be assured. Without the cooperation of 
the airlines, which the department has enjoyed to so liberal an 
extent in the past, we could accomplish nothing. If we were 
faced with the necessity of regulating an unwilling transport 
industry, it would be necessary to double or treble our force of 
inspectors, and adopt an entirely different attitude toward the 
whole problem. Fortunately, that it something with which we 
do not have to contend, particularly since safer operations are 
even more vital to you. Our services are at your disposal, and 
both the airlines and the Bureau of Air Commerce will benefit 
if complete cooperation and understanding are established.” 


TRUCKING CODE BUDGET 


The Code Authority of the trucking industry has submitted, 
for NRA approval, a modification which would amend the code 
by rewriting, for purposes of clarification and conformity, the 
provisions authorizing the Code Authority to establish a budget 
and basis of contribution from members for code administration 
expenses. 

Notice was given that criticisms, objections or suggestions 
regarding this must be submitted to Deputy Administrator E, E. 
Hughes, room 3208, Department of Commerce Building, Washing- 
ton, D. C., prior to August 23, 1934. 


TRUCKS AND RAILROADS 

An appeal that truckmen sell their services on the basis 
of “clean competition” has been made by W. E. Humphreys, 
who recently resigned as treasurer of the National Code Au- 
thority for the Trucking Industry, in a letter sent by him to 
Ted V. Rodgers, president of American Trucking Associations, 
Ine. 

Mr. Humphreys said that in all the speeches and talks 
involving trucks he had read or heard in the last five years, 
there Was always a “slam” taken at the railroads trying to get 
back business they had lost, 

“Do you realize,” asked Mr, Humphreys, “trucks made their 
rates such as they are from chiseling on the printed railroad 
tariffs which are open to any truck man? Do you realize that 
there are truckmen who before they quote a price would always 
ascertain the rail price, then pay no attention to classification 
and cut to meet rail? 

“Now what is fair for one must at least be fair for the 
other. If this is the day of fair competition, let us start with 
a clean slate. This same practice is going on today with 
truckmen between themselves.” 

Mr. Humphreys said he was not afraid of railroad compe- 
tition because the truck men had something to sell the railroads 
could not touch but that he was afraid of “snakes in the grass” 

those who say one thing and do another—‘the one who cuts 
your price and then denies it.” He said this class of operator 
should be “cleaned out.” 

“Let trucks meet rails in class and price but don’t cut 
them,” said he. “Then sell your service on clean competition. 
Rails stood by when all this was going on and dug their grave 
and unless the code gives some relief trucks are digging theirs.” 


The Trafhe World may be found on sale at the following places: 
Chicago—The ‘Traffic World, 418 South Market Street. 
Washington—tTraffic Service Corporation, Mills Build- 

ing, 17th and Pennsylvania. 
New York—Shipping Service Organization, 2040 Grand 
Central Terminal. 

The Traffic World may be read on the following trains: 

Great Northern Railroad—Empire Builder, Oriental 
Limited and Winnipeg Limited. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


The Traffic World 





Questions and Answers 


) fe this column will be answered questions of both legal and practica) 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide know!- 
edge will answer questions reluting to souathent traffic problems. We do not 
desire to take the place of the traffic man but to hel im in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation teo complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mille Building, Washington, D. C. 





Weights and Weighing 


Minnesota.—Question: We note the statement in the June 
23rd issue of The Traffic World, under the above caption. No 
doubt you will appreciate the definition of the term “check 
weighing” and “re-weighing,” as offered in the record of Il. & 8 
Docket 3654, in the testimony of Witness M. J. Harrison for th 
carriers. We enclose copies of pages 657 and 658. 

Answer: In the copies of the testimony in the case referred 
to the following statement is made: 


Specifically, the various carriers were asked to furnish from thet: 
records complete data as to all re-weighed and check-Weighed cars 
for the months of March, July, October and December, 1930. A dis 
tinction was made as between re-weighed cars and check-weighed 
cars on this basis; a re-weighed car was considered to be one as t 
which the second weighing had been performed at the request 
order of either consignor or consignee; a check-welghed car was co 
sidered to be one as to which the second weighing had been pe! 
formed on the initiative of the carrier, 

Misquotation of Rates 


Connecticut.—Question: Some time ago, I saw in your Forum 
an opinion covering a case where a railroad agent quoted 4 
shipper a rate in writing, which after the shipment had moved 
was discovered to be in error and an effort was made by the 
railroad to collect the undercharge. 

My recollection is that the Commission ruled that, inasmuch 
as the quotation was made in writing, the shipper should noi 
be obliged to pay the undercharge. 

Can you give me reference to the ruling of the Commission 
covering such an instance? 

Answer: The Interstate Commerce Commission has no juris 
diction over the matter of the collection by a carrier of an unde! 
charge, an undercharge by a carrier being collectible onl) 
through the bringing of an action in court by the carrier. 

We are not aware of the decision to which you refer which 
is contrary to the decisions of the Supreme Court of the United 
States in Illinois Central Railroad Co, vs. Henderson Elevato! 
Co., 226 U. S. 441, 33 S. Ct. 176, and T. & P. Ry. Co. vs. Mugg 
202 U. S. 242, 26 S. Ct. 628, the decisions in which cases ar 
binding upon both the lower federal courts and the highest courts 
of the several states. See R. I. & P. Ry. Co. vs. S. L. Robinson 
& Co., 298 S. W. 873; Morrell vs. N. P. Ry. Co., 179 N. W. 922 
A. T. & S. F. Ry. Co. vs. Robinson, 233 U. S. 173, 34 S. Ct. 556 

Furthermore, the Interstate Commerce Commission has held 
in a number of cases that a shipper is charged with notice 0! 
the lawful tariff rate and that a misquotation of a rate is not 
ground on which to base a complaint for reparation. Arizona 
Corporation Commission vs. A. E. R. R. Co., 102 I. C, C. 578; 
Obear-Nester Glass Co. vs. Mo. Pac. Ry. Co., 41 L. C. C. 446. 

Under Section 6 of the Interstate Commerce Act a carrier 
who shall misquote the applicable rate upon written reques! 
made upon the agent of a carrier is liable to a penalty of $20, 
but this penalty accrues to the United States and not to the 
shipper. 


Routing and Misrouting—Shipper Bound by His Routing 
Instructions 

Canada.—Question: Kindly advise whether there has bee! 
any decision by the Interstate Commerce Commission regarding 
a shipment by freight on which definite routing instructions are 
given in the bill of lading by the shipper and on which movemet 
there is a lower rate in the tariff via a route other than 45 
specified by the shipper in the bill of lading. Is the originating 
carrier obliged to notify the shipper of the lower rate via 4 
different route or is the responsibility the shipper’s, and is the 
earrier within its rights in moving the car via the route specified 
on the bill of lading, regardless of the rate? 

Answer: In Charles R. Ball Co. vs. T. & P. Ry. Co., 25 | 
C. C. 437, the Commission said: 
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We have frequently held that a shipper is bound by his routing 
tructions and that merely because there was a route over which 
might have sent his shipment at a lower rate he has not been sub- 
ted to unreasonable charges This principle controls in all cases 
here no showing is made that the rate applicable over the route of 
vement Was unreasonable 


See, also, West Oregon Lumber Co. vs. Astoria & Columbia 

R. R. Co., 20 L. C, C. 151, in which it is held that a carrier does 

it misroute a shipment where the routing instructions given by 

e shipper are observed and it is not liable to the shipper for 

arges applicable over such a route in excess of the charges 
pplicable over another route. 


Tariff Interpretation—Switching—State or Interstate Character 
When in Connection With Transit Shipments 


Comparing shipments which may receive a transit service at 
Latonia with those that do not receive a like service at Ivorydale, it 
is to be noted that at Ivorydale the rosin may be graded and stored 
indefinitely without limitations or conditions of any kind, and that 
the outbound shipment therefrom is a separate and distinct shipment 
from that inbound, while a shipment stopped for grading and storing 
in transit at Latonia must conform to certain rule and regulations 
prescribed by tariffs on file, and the movements to and beyond Latonia 
are parts of a single through shipment, * * * 

There is a clear distinction between grading and storing in transit 
at Latonia and grading and storing at Ivorydale In the former, a 
service is accorded by a carrier under tariff provision to a shipment 
which is interrupted for that purpose, and then continues. The move 
ments to and from the transit point are parts of a single through 
movement upon which a through rate is assessed. On the other hand, 
no service is rendered by the carrier on the shipment to Ivorydale, 
the carrier has conceded nothing to the shipper, and it is entirely a 
matter of choice with the latter as to whether he desires at some time 


. . : , in the future to move his shipment to another destination For this 
Missouri.—Question: We would appreciate your answer to reason the inbound and outbound rates are in no way related, and, 
following: under the circumstances here presented, can not be considered as 


We have a plant located in State “A,” at a point where the 
vitching is performed by a switching line At our plant we 
erate under transit arrangement and the question has come 

in regard to the assessment of switching. That is, whether 

state or interstate basis applies on the outbound movement 
our products to the connection of the outbound carrier, under 
ose transit tariff the transit is taken. 

In other words, here is the way the transit applies. Ship- 

ments are made inbound to our plant from various sources and 
local rate from origin point to the plant is assessed and 
arges fully paid on that basis. After transit is taken at the 
lant, shipments move outbound at the local rate from the transit 
tation to destination, and charges are paid on that basis. So far, 
have paid the full inbound rate and the full outbound rate 
\djustment under the transit tariff is afterwards made through 
laim channels. Now, then, the switching line from the plant 
onnection of the outbound carrier has two sets of switching 
one applying to interstate movements and one applying 

tate movements. 

We suppose now that the shipment from the plant is destined 
i. destination in State “A” which, of course, is a state move 
ent from the plant. However, when transit is applied tonnage 
m points outside of State “A” is used, but this is in no way 
cated on the outbound billing, this being only done in setting 
our claim. The destination paid freight bill shows the rate 
m the plant to destination (state rate), and the inbound 

ht bill applied as tonnage shows the rate from origin point 
the plant, and claim is then set up on the basis of the through 
te origin to destination. 


The question is, can the switching line call upon the out 
ind carriers or transiting carriers for protection of the inter- 


factors of a combination through rate 


State Versus Interstate Traffic 


Pennsylvania.—Question: A shipment originates in Penn 
sylvania destined to the Pacific Coast routed via an intercoastal 
steamship line at Philadelphia, Pennsylvania. There are no 
through rates published and the carrier, whether it be railroad 
or truck moving the freight from shipping point to a Philadelphia 
pier of the steamship line, charged their local rate for that part 
of the haul. 

Would a shipment of this character be considered interstate 
or intrastate in so far as the movement within the state of 
Pennsylvania is concerned? 

We will particularly appreciate your comments regarding 
movement by truck The Public Service Commission of Penn 
Sylvania exercises control over trucks handling intrastate ship 
ments. Will the Public Service Commission have jurisdiction 
over a movement such as we have described in the early part 
of this letter? 

Citations of decision will be appreciated. 

Answer: Where there is an original and continuing inten 
tion that the goods shall move through from point of origin 
to an interstate destination or to a foreign destination, the 
transportation is interstate or foreign commerce in characte! 

It is not the method of transportation but the continuity of 
the movement from a point in one state to a point in another 
state which determines whether traffic is interstate. See B. & O. 
S. W. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28, and Hughes 
Brothers Lumber Co. vs. Minnesota, 272 U. S. 469, 47 S. Ct. 170. 
In the latter case the Court said: 


The conclusion in cases like this must be determined from the 


tate switching charge, when as a matter of fact the car itself, various circumstances Mere intention by the owner ultimately to 
the move from the plant to connection and to destination, send the logs out of the state does not put them in interstate com 
s merce, nor does preparatory gathering, for that purpose at a depot It 


ved solely within Siate “A,” in so far as the switching line is 
neerned? As we see it, the adjustment of transit is merely a 
ng or paper transaction. 
We are unable to locate any decisions of the Interstate 
nmerce Commission concerning a matter of this kind and 
would appreciate your advice, supported by appropriate 
erstate Commerce Commission references. 
; Answer: Under the decision of the Commission in Van Ben- 
ts vsen Lumber & Tie Co. vs. Gulf & Ship Island Railroad Co., 
|. C. C. 611, if the inbound shipments to which you refer are 
olly unconnected with the outbound shipments, the intrastate 
not the interstate switching charge is applicable for the 


must appear that the movement from another state has actually begun 
and is going on. Solution is easy when the shipment has been deliv 
ered to a carrier for a destination in another state It is much more 
difficult when the owner retains complete control of the transportation 
and can change his mind and divert the delivery from the intended 
interstate destinations, as in the Champlain Company case. The char 
acter of the shipment in such a case depends upon all the evidential 
circumstances looking to what the owner has done in the preparation 
for the journey and in carrying it out The mere power of the 
owner to divert the shipment already started does not take it out of 
interstate commerce, if the other facts show that the journey has 
already begun in good faih and temporary interruption of the passage 
is reasonable and in furtherance of the intended transportation, as in 
the Champlain Company case 


Assuming there is an existing and continuing intention, at 


d vitching performed in connection with the outbound movement. tne time the shipment is delivered to the carrier at point of 
if, however, under the provisions of the transit tariff, the origin, to make a through shipment to the point of final destina 

ot ement from the original point of shipment is linked with tion thereof, and that the shipment does not come to rest at 
na e movement out of the transit point, the entire movement is the port, it is our opinion that under the Commission’s decisions 
8; 4 state in character, in that the shipments originate outside of in Tampa Fuel Co. vs. A. C. L, 43 I. C. C. 231; International 
‘State “A,” in which state both the transit point and final Agricultural Corporation vs. Director-General, 60 I. C. C. 726, and 

ie! tination are located, In this event, the outbound switching Cheney Brothers vs. South Manchester R. Co., 147 I. C. C. 421, the 
esl so interstate in charter. interstate and not the intrastate rate is applicable for the haul 


See Decker & Son vs. Chicago & N. W. Ry. Co., 156 I. C. C. 
in which case the Commission said: 


efendant further contends that the shipments from South Dakota 
ns to Huron were intrastate and that we are therefore without 
ction to award reparation for the through movement under an 
of unreasonableness. While the haul up to Huron was entirely 


to the port. 

In the last referred to case the Commission, on page 428, 
said: 

The New Haven challenges our jurisdiction over the rates on the 


traffic from points in Connecticut, It contends that the movement 
therefrom is intrastate because the traffic is moved to these points in 


the State of South Dakota the evidence of record is persuasive private carriers and there is no common control, management, or 
ing in interstate movement beyond that point was in contemplation arrangement with the water carriers for a continuous carriage or 
art time such shipments were originally offered for transportation. shipment from West Virginia to South Manchester. A similar cor 
nt imilar circumstances we have frequently awarded reparation tention was made by this defendant and found to be without merit in 
ent ng the through movement 4 similar conclusion is warranted United States Furnishing Co. vs. N. Y. N. H. & H. R. R. Co., 107 
as record, I. Cc. C. 412. See also Du Pont de Nemours & Co. vs. Director-Ge 
ing eral, 74 1. C. C. 191, 193, and cases there cited 


See, also, the discussion on pages 658 and 659 of the decision 
Ne octer & Gamble vs. Alabama & V. Ry. Co., 153 I. C. C. 655, 
the ‘ . : : : 

, respect to grading and storage in transit at Latonia as com- 


We are unable to locate decisions which specifically relate 
to the movement of shipments by truck from a point in one 


weet ace 


fied . " . : . ; 
; 1 with grading and storage at Ivorydale; in so far as a state to a point in the same state, followed by a movement by 
gh movement into and out of those points is concerned. steamship to a point in another state. : 


is case the Commission said: 


See, however, C. M. St. P. & P. R. Co. vs. Campbell River 
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Mills Co., 53 Fed. (2nd) 69, (certiorari denied, 285 U. S. 536), 
and State ex rel. C. M. & St. P. Ry. Co. vs. Department of Pub- 
lic Works, 270 Pac. 300. 

These cases relate to the movement of shipments by rail 
between two points in the same state, followed by an interstate 
transportation of the goods by other than common carriers, the 
court holding that the rail movement was intrastate in character. 


Routing and Misrouting—Application of Rule 55 of Tariff Circular 
20 Where Necessary to Use Carrier Not Named in Routing 
Instructions 


Indiana.—Question: A carload of machinery moved from 
Fagus, Missouri, to Mt. Vernon, Indiana, via St. L.-S. F.-L. & N. 
and upon examination of the bill of lading we find that our agent 
specifically routed this shipment S. L.-S. F.-L. & N. at St. Louis, 
Missouri. . 

The carriers applied the St. Louis combination of rates, 
Which is considerably higher than the Thebes combination. 

We contend that the Thebea combination is applicable under 
Rule 55 of Tariff Circular 20; that it is not necessary to haul the 
shipment to the base point and back again to secure the cheap- 
est combination. 

Kindly let us have your opinion in this matter. 

Answer: In our opinion the decision of the Commission in 
Cudahy Packing Co. vs. B. & O. R. R. Co., 173 I. C. C. 121, is 
applicable to the facts in the instant case, in that neither of 
the carriers specified in the routing instructions shown by the 
shipper in the bill of lading serve Thebea, Illinois, the point on 
which the lower combination sought to be applied is based. 
In the above referred to case, the Commission said: 


The question here presented is whether when a shipper specifically 
routes a shipment and a combination rate is to be used the applicable 
combination iss that over the route specified and over which the ship- 
ment actually moves without the intervention of an unnamed carrier 
or whether the applicable combination is a lower combination under 
Rule 5 (b) of Tariff Circular 18-A, using a carrier not named in the 
routing instructions for the theoretical haul between the intermediate 
and basing points. This question is identical in principle with one 
decided in National Refinng Co. vs. C. C, Cc, & St. LA R. R. Co., 139 
I. C. C. 307, and affirmed on reconsideration in 165 I. C. C. 38. We 
there found that rule 5 (b) may not be used under such circumstances 
and followed that finding in the original report in the instant case. 


Tariff Interpretation—Application of Intermediate Rule in Tariff 
Containing Interstate and Intrastate Rates to Intrastate 
Traffic 


ilinois—Question: In Item 2485 of Agent Galligan’s Tariff 
No, 40-B, I. C. C. No, 256, now issued by Sperry, there is a rate pub- 
lished on hides, carloads, from certain southern Illinois points to 
Chicago, Illinois, Kenosha and Milwaukee, Wisconsin. We have 
shipped several cars of hides from such points as Herrin, Harris- 
burg, and Metropolis, Illinois. The carriers have assessed class 
rates, contending that rates from Paducah and Cairo, Illinois, as 
well as Thebes, Illinois, could not be applied, due to the fact that 
these rates are interstate and our hides were actually moving 
intrastate. We have been unable to locate any rule in this tariff 
which would prohibit or restrict the application of the inter- 
state rate on an intrastate movement. 


The carriers’ contention is that intrastate points can not be 
made intermediate to interstate points, but they fail to give us 
any particular ruling issued by either the Illinois Commission 
or the Interstate Commerce Commission. 

The point that we disagree on is that if the carriers partici- 
pate in the rates, as set forth in this particular tariff, in the 
absence of conflicting rules and regulations stated in such tariff, 
they should be compelled to protect all rates set forth therein. 

Will you please advise us your opinion in the matter? 


Answer: In the tariff to which you refer a heading appears 
above Item 2485 reading, “Commodity Rates (for application, 
see page 68).” On page 68, under the heading “Commodity 
Rates,” it is stated that except as otherwise provided in indi- 
vidual items and except as provided in Items 190 and 192 and 
Exceptions 1 and 2 below, rates named in pages 68 and 225 
apply only to or from the points specified and on the articles 
specified. 

The tariff in question is filed with both the Interstate Com- 
merce Commission and the Illinois Commerce Commission, and 
Item 190 provides for the application of the rates published in 
Item 2485 at intermediate points of origin. 

There is no provision in Item 190 that makes applicable only 
on interstate traffic. In the absence of such a provision there 
is a holding out in the tariff of rates from all points intermediate 
to the points of origin named in Item 2485. 


Tariff Interpretation 


Nebraska.—Question: Please give me your opinion, and cite 
Interstate Commerce Commission decisions to substantiate your 
opinion, on the following: 
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A carload of potatoes was shipped out of Hemingford, 


Nebraska, on January 11, 1934, to Waycross, Georgia. Supple 


ment No. 3 and Supplement No. 5 to W. T. L. Tariff No. 282, 


Agent Boyd’s I. C. C. No. A-2366, were both in effect at the sany 
time. Supplement No. 3, Index 9444, names a rate of 89 cents 
per cwt. to Waycross, Ga., and Supplement No. 5, Index 9444, 
names a rate of 95 cents per cwt. The shipment was tendered 
to the railroad company unrouted. 

It is my opinion that i’ is illegal to have two rates to th: 
same point in effect at the same time, and that the lowest rat: 
named in the two supplements should apply. The railroad con 
tends that Supplement 5, naming the rate of 95 cents per cwi 
should apply. 

Answer: In Supplement No. 3 to Western Trunk Line Tariff 
No. 282, Agent Boyd’s I. C. C. No. A-2366, a rate of 89 cents pe 
100 pounds was first published on potatoes to Waycross, Ga 
In Supplement No. 5, a rate of 95 cents was published, and in 
connection with this rate a reference mark is shown which 
denotes an advance in the rate. 

While Supplement 5 provides that Supplements 1, 3 and 
contain all changes from the original tariff that are effectiv: 
on the date thereof, the fact that Supplements 3 and 5 were in 
effect at the same time does not mean that there were two rates 
in effect at the same time to Waycross, Ga. In this tariff, Way 
cross, Ga., is given Index No, 9444. Therefore, the publication of 
the 95 cent rate in Supplement 5.to Waycross, Ga., Index 9444, 
effective October 25, 1933, had the effect of superseding the rate 
of 89 cents, published in Supplement 3 to Waycross, Ga., Index 
9444, effective August 20, 1933. 


Tariff Interpretation—Application of Rule 15 of Classification— 
Unloading Charge 


Ohio.—Question: A shipment was loaded by the originating 
carrier and arrived at destination in the same car. The car was 
opened by the delivering carrier and the contents checked to 
determine whether there was any other freight in the car and 
was then switched to our private siding, where same was un 
loaded by us. 

The carrier contends that checking the contents is equivalent 
to unloading, and therefore they may assess 2% cents per hun 
dred pounds as an unloading charge. 

We contend that this charge may be assessed only wher 
the carrier actually unloads the shipment. 

Answer: In our opinion, the charge provided for in Section 2, 
of Rule 15, of the Consolidated Classification, may not be 
assessed against the shipment in question, except as a loading 
charge. The rule provides that the charge is applicable fo! 
loading and unloading freight. There is, therefore, no authority 
for assessing the charge at destination by reason of the fact 
that the carrier checked the contents of the car. Apparently. 
this checking of the car was for its own purpose, but, regard 
less of the purpose, there is no published charge in Rule 15 
therefor, notwithstanding there is no direct statement to this 
effect. 

We can locate no decision of the Commission specifically in 
point. 





Digest of New Complaints 





No. 26618. American Rice Milling Co. et al., Crowley, La., vs. A. & 5 
et al. 

Rates, rough rice, into interior milling points in La., from Ark 
La., and Tex., and through rates on rough rice into milling points 
and clean rice and other products beyond the miiling points, rela- 
tively unreasonable in violation section 1, prejudicial to the com- 
plainants, and preferential of their competitors at Baton Rous 
and New Orleans, La., and at points in Ark., Calif., Tex., anc 
Memphis, Tenn., in violation of sections 3 and 15. Ask new rates 
(C. D. Arnold, practitioner and Atfy., 429 Broad St., Lake Charles, 
La.) 

No. 26619. Paul R. Richeson, Potosi, Mo., vs. M. P. et al. 

Unreasonable rate, nine carloads, crude barytes ore, Potosi, Mo 
to Houston, Tex. Asks reparation. (Paul R. Richeson, Potosi, Mo.) 

No. 26620. Blockson Chemical Co., Joliet, DL, vs. L. & N. et al. 

Rates, ground or lump phosphate rock, Mt. Pleasant and Wales, 
Tenn., to Joliet, in violation of sections 1 and 3, the undue pref- 
erence alleged being for competitors at Chicago Heights, IIl., and 
East Chicago, Ind. Ask new rates and reparation. (Frank A 
Larish, attorney, 1018 Wabash Ave., Chicago, Ill.) 

No. 26621. Lewis, Hubbard & Co, et al., Charleston, W. Va, vs. B 
& O. et al. 

Unreasonable rates and charges, imported bananas, ports of NeW 
York, Philadelphia and Baltimore to Charleston, W. Va. Asks rep: 
aration. (Carl,-J. Edelmann, practitioner, P. O. Box 768, Cinc!n 
nati, O.) 

No, 26622, The Goldcamp Mill Co., Inc., Ironton, O., vs. A. C. & 3 
et al. 

Alleges violation of section 3 in connection with movement © 
grain milled at Ironton, O., because of transit privileges and prac 
tices. Avers Salem, Vinton and Roanoke, Va., and Bluefield, W: 
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Va., are preferred. Asks same transit privileges and practices 
at Ironton as currently in effect at preferred points. (C. N. Thomp- 
son, T. M., 206 Gaylord Bldg., Ashland, Ky.) 

No, 26623. The Michaels Art Bronze Co. (Chas. W. Moorman, re- 

ceiver), Covington, Ky., vs. C. & O. et al. 
Rates in violation sections 1 and 3, lobby desks, set up, copper, 
brass or bronze, along with which was included other copper, 
brass or bronze articles, not involved in this complaint, Coving- 
ton, Ky., to Portland, Ore., as compared with rates on desks, iron 
or steel, L. C. L. Asks reparation. (L. E. Barber, T. M., Barker 
Traffic Service Corporation, Cincinnati, O.) 

No. 26624. Boyertown Burial Casket Co., Boyertown, Pa 
vania et al. 

Unreasonable rates, cast iron casket shells and parts, Louisville, 
Ky., to Boyertown, Pa. Asks cease and desist order and reparation 
: J. McLaughlin; traffic counselor, 815 Mills Bldg., Washington, 
b&b ©.) 


. V8. Pennsyl- 





Doings of the Traffic Clubs 





The annual picnic of the Oklahoma City Traffic Club will be 
held September 6 at the Nichols Hills Country Club. 


The August outing of the Peoria Transportation Club will 
be held at Luthy’s Grove August 23. An old fashioned fish fry is 
the major feature. At the July barbecue meeting 24 new mem- 
ers were taken in, bringing the total of new members thus 
far this year to 74. The desire is to add a hundred members 
efore the end of the year. 

The August luncheon of the Birmingham Traffic and Trans- 
portation Club will be held at the Tutwiler Hotel, August 20. 
rhe speaker will be Roderick Beddow. 


The Los Angeles Transportation Club will have an old 
fashioned basket picnic and “get together” outing at Valley 
Park Country Club August 18—noon to midnight. The Women’s 
l'raffic Club and the Rail and Water Club will participate. In- 
vitations to attend were also extended to members of the For- 
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eign Trade Club, Bilge Club, Clam Club, and Harbor Transpor- 
tation Association, 


William Oster, president of the Jax Brewing Company, in- 
vited the members of the Traffic Club of Jacksonville to be his 
guests at luncheon at the brewing plant August 13. 


The annual outing of the Traffic Club of Cleveland will be 
held August 25 instead of September 23. 


The New Britain Traffic Bureau Club will hold its next 
golf tournament September 13 at the Indian Hill Country Club, 
Maple Hill, New Britain, Conn. Golfers will tee off at 10 a. m. 
Prizes will be awarded to the winners. 


The Traffic Club of Pittsburgh will have its fall golf outing 
at the Pittsburgh Field Club, August 29, to begin at 9:30 A. M. 
Luncheon will be served, if desired, and the outing will be con- 
cluded with a banquet in the evening. 


The Traffic Club of Tulsa will resume their weekly lunch- 
eons Tuesday, September 11. 


The Oil City-Franklin Traffic Club will hold its twelfth 
annual outing August 23, at Oakland Beach Hotel, Conneaut 
Lake, Pa. There will be golf, boating, fishing, dancing and 
cards. 


The Traffic Club of New York will have a golf outing at 


Ridgewood Country Club, Ridgewood, N. J., August 23. 

The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


THE WORLD’S LEADING 
COTTON EXPORTING PORT 


Ser vice Total Shipments Amounted to 2,563,630 
Bales in the 1933-34 Season. 


ee tL 
= ill The Leading Texas Port in Foreign and 





Coastwise Commerce. 
The Third Port of the United States in 


Volume of Export Tonnage. 


NEWS FLASH: Houston is one of the leading 
J Ports in exports of scrap iron and metals. Huge 
electric magnets and cranes rapidly unload scrap 


Dorf Houston 





direct from cars to ship. Quicker loading of 
a vessels means saving in time and money. 


J. Russell Wait 


Director of the Port 
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ATTENTION 
TRAFFIC MANAGER 


These seven specific services are tailored to 
fit your individual requirements. Check the list 
carefully to see how many of them you can use 
to supplement the present facilities of your 
traffic department. 


1. Watching Service (A Specific, Personal 
Service) 


Send us a list of your inbound and outbound com- 
modities, plant locations, and general territories to 
which your products move. All rate changes in tariffs, 
classifications, and supplements thereto; all complaints, 
petitions, and applications filed with the Interstate Com- 
merce Commission and Shipping Board (Intercoastal), 
and all orders and decisions thereof, as they affect your 
traffic, will be reported at once. Supporting documents 
will be forwarded without cost, except where a cash 
outlay is necessary. Wire advice ef efforts to change 
rates on short notice, and suspensions of new rates will 
be given if desired. 

A single report may mean a great saving. 


2. Rate Analysis and Exhibits 


If you believe your rates are out of line we will 
analyze them, making suitable rate comparisons and 
digests of pertinent cases, in clear and specific terms. 
Exhibits will be prepared and manifolded if desired. 


3. Rate History 


Get down to bed rock to build. Using the Commis- 
sion’s complete tariff files, we will furnish, with effec- 
tive dates and tariff authorities as far back as desired, 
chronological statements of classification ratings, or 
tariff rates or rules. We will also determine whether 
particular rates have been before the Commission in 
any proceeding, furnishing digests of Commission’s 
findings. 


4. Rate Quotations and Tariff Interpretations 


Rates will be quoted on any commodity between any 
points via any routes on interstate traffic, or on inter- 
coastal traffic via the Panama Canal. This service is 
especially important where complex situations are in- 
saved or the status of particular rates uncertain, or 
where resort to interpretation in the light of court or 
commission decisions may be necessary. 


5. Statistical Service 

We will locate any available government statistics 
and compile or assemble in form desired. 
5. Document Service 


Available government documents (including bills in 
Congress) will be promptly forwarded or reproductions 
will be made when necessary. 


7. General Research 


We solicit this work in connection with any business 
subject. 


Additional information about these services and their 
cost are yours without obligation if you will write, out- 
lining your requirements, to the 


SPECIAL SERVICE DEPARTMENT 


of the 
Traffic Service Corporation 


Mills Building Washington, D. C. 
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Personal Notes 








C. F. Reynolds, for the last six years manager of the traffic 
and foreign trade departmen, of the San Diego Chamber of 
Commerce, has resigned to become traffic manager of the Port 
of San Diego. The position he has vacated will not be filled at 
present, it is announced. 


John H, Hague has been appointed district freight repre 
sentative of the Baltimore and Ohio and Alton at San Fran 
cisco, vice A. G. Marriner, resigned. 


The Atlantic Coast Line announces the appointment of 
B. S. Meeks, division freight agent, Columbia, S. C., and Ben 
H. Brown, commercial agent, Florence, S. C, 


Armand J. Scully, president, Louisiana Sugar and Rice 
Exchange, has been elected general chairman of a cooperative 
committee named at a meeting of 250 New Orleans business 
leaders to act in the matter of obtaining the establishment of 
parity rates with the Texas ports under the U. S. Supreme 
Court decision in the Galveston rate case. The committee con 
sists of 75 members, each a chairman named for an industry 
group by receivers and shippers of freight. 


The graduating class of the College of Advanced Traffi 
will conduct a formal hearing as before the Interstate Com 
merce Commission in Room $10, 330 South Wells Street, at 
7:00 P. M,. August 24. The public is invited 















ATTENTION, 
COAL SHIPPERS!"! 


You, of course, appreciate the importance 









of knowing what proportion of a joint rate 
accrues to a railroad purchasing fuel coal. 
But, unless the divisions are obtained from 


the railroads, there is, as a rule, but one other 







source—the files of the Interstate Commerce 






Commission. 











Call on us for this information. You will 
find our service prompt and the charge rea- 


sonable. 








*‘At Your Service’’ 


THE TRAFFIC SERVICE CORPORATION 


Suite 614 Mills Building Washington, D. C. 
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Route 
“Peoria and P & PU Ry.” 


to save time 


Every shipper who gives thought to the number 
of shipments on which he aust give quick 
delivery must appreciate the value of P. & P. 
U. service at Peoria. 





Peoria is the logical transfer point for a con- 
siderable portion of freight moving across the 
country—fourteen trunk line railroads meet 
there. The agency for the interchange of 
freight between these roads is the P. & P. U. 
Ry. Organized and equipped particularly for 
this work, it transfers freight and sends it on its 
way in the shortest possible time—saving hours 
and often days at destination. 


Ship Via 
PEORIA GATEWAY 
and P. & P. U. RY. 


For information write 
E. F. Stock, Traffic Manager, 


Union Station, Peoria, Illinois. 


PEORIA ayo PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 


itlinols Central R. R. 

IiMinols Terminal R. R. System 
intand Waterways Corporation 
Minneapolis & St. Louls R. R. 

New York, Chicago & St. Louis R. R. 
Pennsylvania Rallroad 

Peoria Terminal Raliroad 

Toledo, Peoria & Western R. R. 


Peorla & Pekin Union Ry. Co. 
Alton R. R. 
Atchison, Topeka & Santa Fe Ry. 
Chicago & North Western Ry. 
Chicago, Burlington & Quincy R. R. 
Chieage & Iilinols Midland Ry. 
Chicago, Rock Island & Pacifico Ry. 
Cleve., Cin., Chi. & St. Louis Ry. 
(Peoria & Eastern) 
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Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission's docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too iate to show the change in this 
Docket will be noted seisewhere. 


August 22—-Washington, D,. C.—Examiner Molster: 
* Finance No. 10584—Application C, & O, Ry. for authority to acquire 
railroad and properties of the C. & O. Ry. of Ind, 


September 5—Washington, D. C.—Assistant Director Burnside: 
Finance No, 10520—Application of Morris S. Hawkins and L. H 
Windholz, receivers of Norfolk Southern R,. R., for certificate of 
public convenience and necessity authorizing operation of track 
of the American Tobacco Co, at Durham, N., C. 


September 5—Pittsburgh, Pa.—Examiner Archer: 
26515—Eastern Brick Rates. 


September 5—Washington, D. C.—Director Bartel: 
3666—In the matter of regulations for the transportation of explo- 
sives and other dangerous articles by freight. 


September 5—Pittsburgh, Pa.—Examiner Peterson: 
26551—Maurice Kellerman vs. Pa. R. R. 


September 5—Washington, D. C.—Examiner Griffin: 
865—Chamber of Commerce of Johnson City, Tenn., vs. Sou. Ry 
et al, 
26488—East Tennessee Border Traffic Assn. vs. A, C. & Y. Ry. et a! 


September 5—Washington, D. C.—Examiners Fuller and Peyser: 
Fourth Section Application Nos. 14476, 14970 and 15265 of Agent 
F. A, Leland, 
Fourth Section Application No. 15243 of Agent E. B. Boyd, 


September 5—Indianapolis, Ind.—Examiner Armes 
* |, & §, 4022—Switching stone at Greencastle, Ind 


September 6—Cleveland, O.—Examiner Peterson: 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 


September 6—Jackson, Tenn.—Examiner McChord: 
26071—-W est Tennessee Shippers’ Assn. et al. vs. A. G. S. R. R. et al 


September 6—Philadelphia, Pa.—Examiner Fleming: 
26505— William J. McGarity, trading as Penn Paper & Stock C 
vs. B. & O. R. R. et al. 


September 6—St. Louis, Mo.—-Commissioner Porter 
1, & S. 3742, and ist supplement—Lime, from, to, and between points 
in the southwest. 
1. & S&S. 3776—Lime, from, to, and between points in the southwest 
1. & S. 3994—Lime, from, to, and between southwestern points. 


September 7—Norfolk, Va.—Examiner Fuller: 
26565—Exastern Shore of Virginia Produce Exchange, Inc., vs. Pa 
R. R. et al. 


September 7—Cleveland, O.—Examiner Peterson: 
25005—Cleveland Growers’ Marketing Co. vs. N. Y. Cc. & St. LL. R 
R. et al. (further hearing). 


September 7—St. Louis, Mo,—Examiner Armes: 
1. & S. 4014—Malt liquors and containers to and from southwest 
1. & S. 4019—Beverages and containers to and from southwest 





September 7—Boston, Mass.—Examiner Fleming: 
26492—-F rank Lewis & Sons, Inc., vs. D. & H. R. R. Corp 
26543—-National Can Co. vs. Bush Term. R. R., et al. 


September 8—Washington, D. C.—Examiner Williams 
26554—Grasselli Chemical Co. vs. C. B. & Q. R. R. et al. 


September 10—Cincinnati, O.—Examiner Archer: 
26515—Eastern Brick Rates. 


September 10—Charleston, S. C.—Examiner Fuller: 
26518—South Carolina Produce Assn. vs. A. C, L. R. R. et al. 


September 10—Jackson, Miss.—Examiner McChord: 
20712—Jackson Traffic Bureau vs..A. G. 8S. R. R. et al. 


September 10—Monroe, Mich.—Examiner Peterson: 
17822—-River Raisin Paper Co. vs. C. B. & Q. R. R. et al. 


September 10—Greenville, O.—Examiner Flynn: 
1. & S. 4011—Switching at Greenville, O. 


September 10—New York, N. Y.—Examiner Fleming: 
1. & S. 4005—Ore, iron, in official territory. 


September 10—-New York, N. Y.—Examiner Bardwell: 
13535—Consolidated Southwestern Cases (and cases grouped there- 
with) (further hearing). 


September 10—Salt Lake City, Utah—Chairman Lee: 
26590-—-Utah Edible Livestock Rates and Charges. 


September 11—Lansing, Mich.—Examiner Peterson: 
26566—Michigan Fertilizer Co. vs. L. & N. R. R. et al. 


September 11—Chicago, Il.—Examiner Flynn: 

26541—Real Reel Corp. vs. N. Y. N. H. & H. R. R. et al. 
September 11—Washington, D. C.,—Examiner Boat: 

Fourth Section Application No. 15638, filed by W. S. Curlett. 


September 11—St. Louis, Mo.—Examiner Armes: 
26446—I. Mathes & Sons Shoe Co. vs. B. & A. R. R. et al. 


September 11—Louisville, Ky.—Examiner McGrath 
|. & S. 3985and 1st supplemental order—Coke from Ala. and Tenn., 
Central territory. 
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Let THE DAILY TRAFFIC WORLD 


provide you with a 


WASHINGTON 
REPRESENTATIVE 


at a fraction of the cost of keeping 


your own man there 


There have probahly been many occasions 
when you have w shed you had a trained 
traffic representative in Washington to look 
after your intere: ts—someone who could 
keep in close personal contact with all gov- 
ernmental departments, more especially the 
Interstate Commerce Commission and the 
Shipping Board Bureau, who could dig out 
the particular information you need, or send 
you copies of decisions, proposed reports, or 
citations from the records; someone with 
complete knowledge of and easy access to 
the hundreds of thousands of documents 
filed in the National Capital; a specialist 
who would give you the benefit of his special 
training through opinions on loss and dam- 
age claims or information about procedure, 
or, perhaps, some assistance in preparing 
your cases by supplying rate histories and 
other exhibits; someone who would watch 
any particular rate in which you looked for 
a change, who would advise you promptly 
of any new complaint filed, the issuance of 
a suspension order, or the granting of sixth 
section permission. 


You may not have been able to get just the 
man or the service you wanted. r, per- 
haps, you didn’t have enough of this sort of 
work to justify the large expenditure. Here, 
then, is your opportunity to obtain for your- 
self and your organization the advantages 
outlined above. 


When you enter your subscription for THE 
DAILY TRAFFIC WORLD and TRAFFIC 
BULLETIN, the facilities of our Special 
Service Department in Washington are 
placed at your disposal. Our staff in Wash- 
ington is made up of men who have had 
years of training in rate analysis, traffic 
problems, and interstate commerce, as well 
as law. They are in daily contact with the 
Interstate Commerce Commission, the Ship- 
ping Board Bureau, and all departments of 
the government. 


You can turn your particular problems over 
to them with full confidence that they will 
receive their prompt, personal attention. 
And, best of all, the expense is reasonable 
because it is spread over a large number of 
organizations whose service requests are 
“grouped” to minimize costs, providing a 
service of the highest standard at low cost. 
The daily reports will supplement these 
services by bringing to your attention any 
unexpected action that might otherwise 
escape you. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
a complete group of personal traffic services. 


Send for sample copies, and more informa- 
tion about the special services which are 
included’ with every subscription. 


THE DAILY TRAFFIC WORLD 


and TRAFFIC BULLETIN 


Published by 
The Traffic Service Corporation 


The Traffic World 


UNITED FRUIT 


Chicago 


GREAT 
WHITE 
FLEET 












Regular Freight and Passenger Service 
BETWEEN 


New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 


America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 


FREIGHT TRAFFIC DEPARTMENT 


Pier 3, North River, New Yerk, W. Y. 
100! Fourth &t.. ttt W. Washington 8t., 





San Franeiseo, Calif. Chicage, ttl. 
Long Whart, 821 St. Chartes &t., 
Boston, Mass. New Orieans, La. 


General Offices: One Federal Street, Boston, Mass. 


General Merchandise—Cold Storage 
Warehouse 


WAREHOUSING 
DISTRIBUTION 
FINANCING 


Freezers 
Coolers 
Auto Dealers 
96 Car Track Warehousing 
Capacity bee " Service 
2000 Feet Private 9 po-~ew " ma ae. Factory 


Dock CORPORATION OF AMERICA ce 


Cargo-Handling 
Rail-Lake and Barge 


Terminal 





Storage-in-Transit 


TERMINALS & TRANSPORTATION 
CORPORATION 


HARBOR TURNPIKE BUFFALO, N. Y. 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 


1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Commission and the Shipping Board Bu- 
reau in the current week, enabling you to get copies 
of those that will change your rates, well in advance 
of the effective dates. 
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2. Advance Notice of Rate Proposals 









Bi Due to the wide circulation of THE TRAFFIC 
* BULLETIN among shippers, the territorial rate 
: committees use its columns to give public notice of 









all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
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ia XE printed to advise the subscriber of the decision 
AG reached on each proposal. Thus you are informed 
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far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 
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3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads and the steamship lines 
te must file short notice applications with the Commis- 
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Be a . sion and the Shipping Board Bureau, respectively. 
i These applications are printed in THE TRAFFIC 
i BULLETIN as they are filed in Washington, along 
} with the list of “Permissions” (short notice changes 





} which are allowed by the two regulatory bodies). 
p . Information of this kind, received in advance of a 

; change in one single instance, may save you more 
than the cost of a full year’s subscription. 
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4. Advance Information of Classification 


Changes 
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7! ey Subscribers to THE TRAFFIC BULLETIN receive 
: ] free of charge the quarterly dockets of the Consoli- 
: iz dated Classification Committee, listing the changes 





currently proposed. 








i 5. Other Essential Rate Information 
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TH ae 
i ‘ a) i he Suspended tariffs, embargo notices, fourth section 
a fl applications and orders, tariffs returned by the Com- 
fy ie fia mission and the Shipping Board Bureau, express 
als tariffs, and steamship sailings. 
ae The use of THE TRAFFIC BULLETIN for only a 
ii few months will return your investment with in- 


terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
: effectiveness of the work in your department. Send 
iw $5.00 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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September 11—New Orleans, La.—Examiner McChord: 
water class rates to Tampa, Fla. 

Fourth Section Application No, 15422—Filed by C. W. Galligan—Rai! 
water class rates from Illinois Frt. Assn. Territory to Tampa, Fla 

Fourth Section Application No. 15366—Filed by J. E. Tilford 


Class and commodity rates to Tampa, Fla 


September 11—-New York, N. Y Examiner Fleming 
1. & S. 4006—Cold pack fruits aid vegetables in official territory 


September 12—Chicago, Ul—Examiner Flynn 
26555—-Spiegel May Stern Co. vs. A. & S. R. R. et al. 


September 12—Jacksonville, Fla.—Examiner Fuller 


26567—-Peninsular & Occidental 8S, 8S. Co Panama Canal Act. (in 


the matter of the application of A. C. L, R. R. et al., under sex 
tions 5 (19), (20) and (21) 
* 1. & S. 4023-—-Baskets and hampers in southern territory 


September 12—New Orleans, La Examiner McChord 
1. & S. 4007—Deferred shipment rule on cotton in southwest 


September 12—Harper, Kan., Director Sweet 
* Finance No. 10371—-Application of A. T. & S. F. Ry. for permissi: 


to abandon line extending from Medicine Lodge to Gerlane, Barber 


County, Kan. 


Sept. 12—Washington, D. C.,—Examiner Berrys 
1. & S. 4009—Furniture from, to and between the Southwest 


September 12—New York, N. Y Examiner F'leming: 
1. & S. 4012—Paper stock in official territory. 
1. & S. 4012—1st supplemental order—Paper stock in official territ« 


Sept. 12—Washington, ID, C.—Examiner Boat 
Fourth Section Application No, 15622—Filed by W. S. Curlett, agent 


September 12—Dallas, Tex,—Examiner Worthington 
Fourth Section Application No. 15446—Filed by H. B. Cummir 
Blackstrap molasses from and to Texas points 


September 13—Chicago, ll.—Examiner Archer 
26515—E-astern Brick Rates 


September 13—Chicago, Ill Examiner Flynn 
26534—-Standard Sanitary Mfg. Co. vs. C. & E. I. Ry. et al 


September 13—Kansas City, Mo.—Examiner Armes 
26475—Weyl-Zuckerman & Co. vs. A. G. S. R. R. et al 


September 13—Plymouth, Ind.—Examiner Peterson 
25012—The Edgerton Mfg. Co. vs . i. cea 2 eS al 


September 13—Washington, D. C Examiner Ween 
* 1, & S. 4021 Iron and steel articles between the north and south 


September 13—New York, N,. Y.—Examiner Fleming 
1. & S. No, 4017—Ex-Lake Grain from Ogdensburg to New Eng 
land. 


September 13—Dallas, Tex.—Examiner Worthington: 
Fourth Section Application No. 15628—Filed by F. A. Leland 
* Fourth Section Application Nos. 15674 and 15675—Filed by F. A 
Leland, agent tobacco 


September 14—Kansas City, Mo Examiner Armes: 
26571—Southwestern Millers’ League et al. vs. C. & O. Ry. et al. 
23437 and Sub. No. 1 to 3, incl.Southwestern Millers’ League et al 

vs. A. T. & 8. F. Ry. et al. 


September 14—Chicago, Il Examiner Flynn 
26021—Illinois Coal Traffic Bureau vs. A. & W. Ry. et al. 


September 14—Tallahassee, Fla.—Examiner Fuller: 
26467—Board of Control of Institutions of Higher Learning vs. A. 
G. S. R. R. et al. 


September 14—Grand Junction, Colo Director Sweet: 
Finance No. 10439—Application of Grand River Valley R. R. Co. for 
permission to abandon its line between Grand Junction and Fruita 
Mesa County, Colo, 


September 15-—Menominee, Mich Examiner Peterson: 
26548—Dormer Co. vs. A. A. R. R. et al 


September 15—Mobile, Ala.—Examiner McChord: 
1. & S. 4002 and 1st supplemental order—Reciprocal switching al 
Mobile, Ala 


September 17—St. Louis, Mo Examiner Archer: 
26515—Eastern Brick Rates. 


September 17—Chicago, I1l.—Examiner Flynn 
26561—-Farmers National Grain Corp. vs. C. & N. W. Ry. et al. 


September 17—Macon, Ga.—Examiner Fuller 
25431 and Sub. 1 to 4 incl.—Standard Brick & Tile Co. vs. A, B. & 
Cc. R. R. et al. (further hearing). 


September 17—Tulsa, Okla Examiner Armes: 
15496—Carter Oil Co. vs. A. T. & S. F. Ry. et al. (further hearing) 
26455—Stanolind Pipe Line Co. vs. A. T. & S. F. Ry. et al. 


September 17——-Mobile, Ala—Examiner McChord: 
Fourth Section Application No. 15632—Filed by J. E. Tilford, agent 
Fourth Section Application No. 15617—Filed by J. E. Tilford, 


September 17—Memphis, Tenn.—Commissioner Tate and Examiner 
Hill: 
26430—Arkansas Rice Traffic Bureau vs. A. & R. R. R. et al. 
26460—New Orleans Joint Traffic Bureau vs. A. & W. Ry. et al 
26527—-Memphis Rice Mill vs. A. & R. R. R. et al. 
26538—Beaumont Chamber of Commerce et al vs. A. & R. R. R. @ 
al. 
* 26618—American Rice Milling Co. et al. vs. A. & S. Ry. et al. 
Sept. 17—Minneapolis, Minn.—Examiner Peterson: 
26269—American “Seed Trade Association et al. vs. Aberdeen & 
Rockfish et al. (further hearing). 
26540—Koss Construction Co, vs. C. R. Il. & P. Ry. et al. 
September 17—Lubbock, Tex.—Examiner Worthington: 
23949—-Amherst Elevator Co. et al. vs. Santa Fe et al. 


September 17—Atlanta, Ga.-—-Examiner Berry: 
26575—Georgia Passenger Fares. 
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Fourth Section Application No. 14211—Filed by B. T. Jones—Rail- 
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QUAKER LINE 


\ugust 18, 1934 
: The Traffic World 


| To the shipper 





Regular Intercoastal Service who overlooks 


Between 


Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacome 


For Rates, Schedules and other particulars apply 


| QUAKER LINE | 


17 Battery Place, New York 


i 

{ 

| ALBANY—D & H Building CHICAGO—327 So. La Salle St. 

| PHILADELPHIA—The Bourse PITTSBURGH—Gulf Buildin 

| NORFOLK—111 E. Plume Street DETROIT—General Motors Bids. 

BALTIMORE—Keyser Buliding DAYTON, OHIO—18 Riverdale St. 
BOSTON—33 Broad Street EASTON, PA.—Drake Buliding 





 MooREM ACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 


From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 

From PHILADELPHIA and BALTIMORE to MOBILE 

From NEW ORLEANS to TAMPA, PHILADELPHIA, 
BALTIMORE, NEW BEDFORD and BOSTON 

From MOBILE to NEW BEDFORD, BOSTON and PHILADELPHIA 

From TAMPA to PHILADELPHIA and BOSTON 

Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 


* NEW YORK, 5 Broadway PHILADELPHIA, Bourse Bidg. 

* BALTIMORE, Seaboard Bidg. NEW ORLEANS, Whitney Bank Bidg 
: BOSTON, 75 State Street TAMPA, 512 E. Lafayette St 

: CHIC AGO, 503 Marquette Bidg. DETROIT, 556 Book Bidg. 

> BATON ROUGE, 1758 Government St. PITTSBURGH, Oliver Bids. 

» ST. LOUIS, Railway Exchange Bidg. ROCHESTER, 1408 Temple ade. 

: MEMPHIS, Cotton Exchange Bidg. HOUSTON, ‘State National Be Bidg. 
» CORPUS CHRISTI, Nixon Bidg. MOBILE, Merchants Bank Bidg. 
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NO 
PREMIUM 
FOR THIS 
SERVICE 


































To ship by American Mail Line President 
Liners is very economical and you can be 
sure that your goods reach their destination 
in the fastest possible time. So dependable 
are the sailings of these vessels that you 
can state months in advance just when de 
liveries may be expected. A President Liner 
leaves Seattle every alternate Saturday; one 
arrives every alternate Tuesday. 















In addition, fast cargo liners with frequent 
sailings to Japan, China and the Philippines. 












For information, apply desk No. 6 
SU Week Beets is ce vanccccsacdc dee 2a 
1714 Dime Bank Bldg......... ...+ Detroit 
110 So. Dearborn St............ . Chicago 
Union Trust Bldg. Arcade.... Cleveland 















General Freight Office 






40 Stuart Building.......... . . Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countriés at your service 








New York, Albany, —* Norfolk, Baltimore n Oo opport u n ities 


Waterway transportation—particularly Federal—means 
an opportunity that can be turned to the advantage of 
the sales department. 


Running time between New York and Lake Michigan 
is only seven days for Federal Motorships. These ships 
travel regularly between Atlantic Seaboard and Lake 
Michigan ports. They offer shippers fast time, safety 
and economical freight transportation. 


Full information on this service as to schedules, rates, 
etc., will be sent to every shipper who writes for it. 


FEDERAL MOTORSHIP 
CORPORATION 


George D. MacDonald, Pres. and General Mgr. 


Owning and operating motorships: 
EMPIRE STATE—BUCKEYE STATE—BADGER STATE 


Lloyds Classification A-1 


1124 Marine Trust Bldg., Buffalo, N. Y. 

D. M. Strathearn, Mer. L. S. Martin, Mar. 
2016 Mather Tower Bidg., 90 West Street, 
Chicago, Ill. New York, N. Y. 





Why hamper an otherwise 
efficient and quick moving 
traffic department? 


@ Is there any other department where 
the files are in more constant use? 
Under the circumstances give it a 
“break”. Equip the department with 
Automatic Tariff Files. Your tariffs will 
move in and out ‘with the greatest of 
ease’’; they—tariffs and tempers too— 
will last longer. You will have 25% 
more filing capacity per square foot of 
floor space. 

















@ Also—and not the 
least of the virtues of this 
file—when a drawer is 
opened the location of 
every tariff is plainly before 
you at eye level or below, 
orang of necks or pawing 
over of a pile of tariffs is no 
longer necessary. 


@ We are ready to send you literature, 
telling in detail how we accomplish all 
this and how little it will really cost to 
make your department happier and 
quicker, if you will just write for it. 


Traffic Department 


AUTOMATIC FILE & INDEX CO. 


629 W. Washington St. Chicago, Ill. 
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September 17—Louisville, Ky.—Examiner McGrath: 
17662— Louisville Board of Trade vs. A. & R. R. R. et al. 
23318—Auburn Mills et al. vs. C. & A. R. R. et al. 


. 
23851—-Beaver Dam Milling Co. et al. vs. C. & A. R. R. et al. 
oul ern @ams ] om an September 18—Atlanta, Ga.—Examiner Fuller 
Fourth Section Applications Nos. 15202, 15284, 15358, 15546 and 15613, 
(Pioneer Steamship Line to Houston) September 18—Chicago, Ill.—Examiner Flynn: 


26568—Federal-American Cement Tile Co. vs. I. H. B. R, R. et al. 
OPERATING FAST FREIGHT SERVICE ) 
| 


arth 


September 18—Washington, D, C Examiner Stiles 
BETWEEN * Fourth Section Application No. 15657—-Filed by W. S. Curlett, B. T 
Jones, F. Van Ummersen and W. J. Sedgman, agents—Sugar 


e 
September 19—Chicago, Ill.—Examiner Flynn: 
Philadelphia, Pa., and Houston, Tex. || ‘isze0350 28h ee Norm. ROR. et al 
September 19—Enid, Okla.—Examiner Armes 
SAILINGS: 26522—Champlin Refining Co., attorney in fact for Steamboat Trans- 
e ° fer & Storage Co. vs, A. T. & 8S. F. Ry. et al. 
From Philadelphia .™ Wednesdays and Saturdays September 19—Lirmingham, Ala.—Examiner McChord: 
From Houston ap? Mondays and Thursdays 1. & S. 4004—Lumber from Alabama to C. F. A. points. 
September 19—Harrisburg, Pa.—Examiner Trezise: 
" . 26560—-Intrastate bituminous coal rates from Wildwood, Pa, 
Low Rates Quick Dispatch Thru Packa e Cars September 19—Bonners Ferry, Idaho—Director Sweet 
GENERAL OFFICES: * Finance No. 10543—Application of Great Northern Ry. Co. for per- 


mission to abandon its line between Rexford and the International 


1360 Broad Street Station Bidg., PHILADELPHIA, PA. Boundary at Gateway, Lincoln County, Montana 
September 20—Moline, lll.—Examiner Peterson: 
26558— Midland Electric Coal Corp. vs. C. & N. W. Ry. et al. 
9 September 20—Roswell, N. Mex Examiner Worthington 
PM Q PACKING and 25229—-Finley & Company vs, Santa Fe et al 
NG SPECIALIST Sept. 21—Greensboro, N. C Examiner Fuller: 
SHIPPI 26124—Commonwealth Coal Co. vs. A. & Y. Ry. et al. 
25798—Consumers Coal Corp. et al. vs. A. & Y. Ry et al. 
’ 26495—City of Greensboro, N. C., et al. vs. A. & Y. Ry. et al. 
Here’s proof that my pre- 26088—Carolina Building Supply Co. et al. vs. A. C. L. R. R. et al 


—* September 21—Chicago, Hl.—Examiner Flynn: 
scriptions save money 26523—-Swift & Co. vs. U. P. R. R. et al. 


P e September 21—-Floydada, Tex.—Examiner Armes 
pe ape nn J Mn etn 9 Me lm I. & S. 3998-—-Switching charges at Floydada, Tex. 

of. It also shows my container clinic where | diagnose diffi- September 21—Sheffield, Ala.—Examiner McChord: 

cult cases—and explains my famous Steelstrap treatment, 26559—Alabama Oil Co. of Huntsville, Ala., et al. vs 

used daily by thousands of manufacturers in all lines of busi- et al , ae ie yes 

ness to provect their merchandise against shipping sickness. 25101 and Sub. 1—Elk Oil Co, et al. vs. A. G. S. R. R. et al. 


The fine part of this Steelstrap treatment of mine is that It September 21—Spokane, Wash.—Director Sweet 

is not only painless but pleasant to take, because savings * Finance No. 10302—Application of Great Northern Ry. Co, for per- 
in container and freight costs more than offset the expense mission to abandon its lines between Curlew and International 
of strapping. You need a copy of My STRAP-BOOK in Boundary, Ferry County, Wash., and between Molson and Inter- 
your shipping department—for what it will save you in national Boundary, Okanogan County, Wash 

money and trouble. Write for it today. No obligation.” September 22—Galesburg, Ill.—Examiner Peterson: 


DOC. Steelstrap 26340—Beckley & Peterson et al, vs. A. C. & Y. Ry. et al. 
September 22—Roswell, N. Mex.—Examiner Worthington: 


ACME STEEL COMPANY 25243—Sub. No. 2—W. H. Driggers et al. vs. Santa Fe et al. 
—————— JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of by 
inaccuracies or oraissiong noticed by them. The fact that a name 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 


Ss p ace i $s nee 4 e g fo r t h e new never been occasion to reissue the tariff. 


The agents have been classified according to the types of pub- 
| lications or the association they represent. he names of some of 
Desk-Model Pro-technic Ediphone t these agents could be placed in several of these groups. This has 


been avoided and their names appear only under the group in whieb 
they are most frequently associated. 


And it guarantees to increase your CLASSIFICATIONS: 


7 < 0; 0; Official Classification Committee, A. H. Greenly, New York, 
business capacity 20% to 50%. N.Y 
ia Southern Classification Committee, E. H. Dulaney, Atlanta, 
Ga. 


ag a panes got Yo ig Palen mm MAJOR FREIGHT ASSOCIATIONS: 
abnor ebas : : " Tages Southern Freight Association: Consolidated Southern Freight 
Tariff Bureau, F. L. Speiden, agent, Atlanta, Ga.; New Orleané 
Freight Tariff Bureau, W. P. Emerson, agent, New Orleans, L& 
Canadian Freight Association, G. C. Ransom, Montreal, Qué. 
Canadian Freight Association (Western), F. W. Thompsoa, 
Winnipeg, Man. 
Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, III. 
New England Freight Association Tariff Bureau, Frank 
Van Ummerson. Boston, Mass. 
North Pacific Coast Freight Bureau, S. J. Henry, Seat 
Wash. 
Pacific Freight Tariff Bureau, F. W. Gomph, San Francised 
Calif 
Southwestern Freight Bureau, J. E. Johanson, St. Louis, Mo 
Transcontinental Freight Bureau, H. G. Toll, Chicago, 
Trunk Line Tariff Bureau, W. S. Curlett, New York, N. ¥ 
Western Trunk Line Committee. L. E. Kipp, Chicago, nl 


MINOR FREIGHT ASSOCIATIONS: 


we'll enclose bill for $1.25 with the book. Atlantic Seaboard Freight Bureau (Coastwise Steamsbif 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 


SHIPPING SERVICE ORGANIZATIO Grannew YORK Colorado-New Mexico Freight Bureau, J. BE. Buckinghal 


PTITITIIILI III iii iii i Denver, Colo. 


ca 
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Western Classification Committee, R. C. Fyfe, Chicago, IL 


Lenten pes mega om 


The New TRAFFIC DICTIONARY 


Third, Revised and 
Enlarged Edition 
224 pages (25% larger than last 
edition); handy pocket size (actual, 
4% x6 inches); handsomely bound 
in interlaken cloth; gold stamped. 


More than 2,000 definitions and ab- 
breviations at your finger tips. 


ei 


A copy is yours for $1.00 with order or, 


. 
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OR hundreds of thousands of 


OR almost a century shippers 
years, man has depended upon 


and receivers of merchandise 
Natural Bridge Nature's master- freight have depended upon Pre- 
piece in stone, spanning a chasm 


cision Transportation for a safe, 
two hundred and fifteen feet deep 


2. speedy short-cut between the 
and ninety feet across) for a safe . Midwest, and the Virginias, the 
Carolinas and the Atlantic Sea- 
board and between the North and 
the South. 


short-cut when traveling through 
the Shenandoah Valley of Virginia. 


Ea 





VORFOLK AND WESTE 
RAILWAY 











WECISION TRANSPORTATION 
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Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


:>CROOKS TERMINAL WAREHOUSES: 


: ? Storage and Distributing of Merchandise of Every Description ! : 


We Bind The Traffic World 














In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinde of Publications 


The Book Shop Bindery 
cago 


360-354 West Erie Street 





| TRAFFIC MANAGERS |: 
T. J. MCLAUGHLIN Traffic 





TRAFFIC COUNSELOR and 
Interstate Commerce and State Commission Cases 
Departmental Service Commerce 


815 Mills Bidg. 


WASHINGTON, Specialists 


D. C. 
HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
te Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 





Valuation 
Experts 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


Practicing 


before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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DIRECT 
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Colorado-Utah 
Colo. 

Illinois Freight Association, R. A. Sperry, Chicago, III. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B) 
H. B. Cummins, Dallas, Tex. 

Utah Freight Bureau. G. W. 

Central Electric Traffic Association, W. L. 
anapolis, Ind. 

Virginia Lines (Va. 
mond, Va. 
LOCAL (SWITCHING AND TERMINAL TARIFFS): 

Chicago Standing Switching Committee, C. W. Galligan, Chi 
cago, Tl. 

Harbor 
Pedro, Calif. 

Nashville, Tenn., Terminals, L. G. Waldrop, Nashville, Tenn 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Pacific Coastwise Freight Tariff Bureau, 
Francisco, Calif. 

Wood River District Lines, H. G. Powell, St. Louis, Mo. 
RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 

BOOKS); ROUTING GUIDES; SWITCHING AND TER. 

MINAL TARIFFS: 

Continental Line, Central State Dispatch 
A. M. Schubert, Cincinnati, Ohio. 

Empire Line (N. Y. C. R. R.) 
lin, Chicago, Il. 

Lackawanna Fast Freight Lines (L. S.-L. L.) (M. C.-L. L.) 
(P. M.-L. L.), Nat Duke, New York, N. Y. 

Lehigh Valley Route (Eastbound) (L. S.-L. 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Merchants Despatch (N. Y. C. R. R-W. S. R. R.) 
Sou.), Chas. Coughlin, Chicago, II. 

Ontario Central Despatch (M. C. R. 
New York, N. Y. 

Star Union Line (Penna. 
Philadelphia, Pa. 

Reading Lines (Routing Guide), L. 
Pa. 


MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsignment and Diver- 
sion Rules; also Weighing and Reweighing Rules for Certain 
Short Lines), B. H. Henshall, Washington, D: C. 

Canadian Car Demurrage Rules, W. J. Collins, 
Que. 

Coal Tariffs (Ohio), Roy S. Kern, Pittsburgh, Pa. 

Electric Package Agency, C. P. Gerth, Cleveland, Ohio. 

Explosives and Dangerous Articles, B. W. Dunn, New York, 
=. 

Federal Barge Lines 
Chaffee, New Orleans, La. 

Louisiana Lines (Sou. Pac. 
La. 

National 
Chicago, Ill. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo. 

Pacific Car Demurrage Bureau, R. C. Munholland, San Frat- 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N.Y 

Tank Car Gauge Book, E. B. Boyd, Chicago, Il. 

Tariff Directories, C. B. Guthrie, Washington, D. C. 


Freight Bureau, George Williams, Denver, 


Hamilton, Omaha, Neb., agent 
Meyers, Indi- 


Ports and Cities), A. P. Hecker, Rich- 


Belt Line (Los Angeles, Calif.), G. F. Squires, San 


John Byrne, San 


@..& ©. 2: R,), 
(Penna. R. R.), Chas. Cough. 
V.) (M. C.-L. V.) 
(Can 
R.), C. B. McManus 
R. R. Basing Book), Geo. P. Shaw, 


R. Jones, Philadelphia, 


Montreal, 


(Mississippi-Warrior Service), L. D. 
Ry.), Chas. Fay, New Orleans, 


Perishable Freight Committee, R. C. Dearborn, 


QPernan 














} From—Stamford, South Norwalk, Bridgeport 
QWheerremene —_BOamersow New London and Norwich, Conn, 
\ Weurteo F. A., W. T. L., Inter-Mountain, 
Span To. Carolinas, “Soak sah titient 
Sewers Corr Via—CLYDE, OLD DOMINION, SAVANNAH, 
— MALLORY and MORGAN S. S. LINES 
THAMES RIVER LINE, INC. 
Wesrency Pier 31 E. R. NEW YORK CITY 


ERNEST E. FUCHS, Vice-Pres. 
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s Fair in June 


tow EBany Yar Pha Road: 
HNP PTE RIN AVP UO IN ANE 
WRUCIRS 


Latest and finest of trucks ...A new high in style and distinction ...New 
values in utility and performance ...A complete new line of Internationals! 
The powerful unit shown below is one of a beautifully streamlined series 
of trucks that are all-truck, embodying new engineering features and new 
mechanical excellence throughout. Take Harvester’s word for it—the qual- 
ity apparent on the surface is more than matched by the quality under- 
neath. It is the EXTRA quality that International Truck owners have banked 
on for more than thirty years. See these new Internationals. All models, 
from '%-ton up, now on display at International branches and dealers. 
For details, write the address below. 


INTERNATIONAL HARVESTER COMPANY 


606 Se. Michigan Ave. OF AMERICA 


(Incorporated) 


First Shown at L 


Chicago, Hlinois 
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AS IN YOUR OWN COOLING ROOM 


ade Sn sak ee 
Se - 


PR a ye NC 


Line er oP aeatt 


x 

; 

AE: 

: 

o 

ae 
he 
‘ 


Kach of the five ocean-type M.A. T. cat Bullalo are ready at our unit deck for 
riers plying the lakes between Duluth and carrying your goods to destination imme 
Buffalo is equipped with the finest of diately By shipping via the M. A. 7 
mechanically controlled cooling plants. Lake and Rail Route, you make a_ big 
When your consignment of perishables is freight) saving which amounts to pure 
placed on an M. A. T. ship, it) receives profits that are not subject to the whims 
the same perfeet care that it gets in your of market quotations A boat leave 
own plant. Duluth, with clock-like regularity, every 


Pre-cooled cars from all roads entering econd morning. 


New York Philadelphia Ruffalo Cleveland Detroit St. Paul Minneapolis Duluth 





